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Helps Keep Maintenance 
Costs Down on the 


& Combining excellent maintenance records 
with unusually low total costs is an achievement 
that the Erie Railroad—and more particularly 
Mr. Blair Blowers, Chief Engineer, and his 
Staff—report with justifiable pride. 


Use of Naleo Weed Control along Erie right- 


of-way is a part of the complete picture of 
NATIONAL ALUMINATE 


effective, economical maintenance. Chances are CORPORATION 
good that the complete range of Nalco Weed SPRAY SERVICES DEPARTMENT 


‘ % .  g > 
2ale < >CarS ices 6200 West 66th Place P.O. Box 5444 
Control Chemicals and Nalco Spray Car Services oavcedtonte Ganon awa 


can help you cut costs on all-season weed In Canada: Alchem Limited, 


Burlington, Ontario 


control. Call your Nalco Representative for 


details; or write direct. 








Why this switch stand is outstanding 


The New Century switch stand looks pretty much 


like many other stands. Yet there’s a world of 


difference! Just what makes the New Century 
stand out? 

The answer is a simple matter of economy. An 
economy that begins with the low initial cost and 
stretches far beyond. 

First, the ease of switch-point adjustment, which 
is a built-in feature of the stand itself. By simply 
removing or adding a shim or two you increase or 
decrease the length of throw. The shims are furn- 
ished with each stand and stored inside the housing. 
Surely much quicker and less expensive than adjust- 
ments made at the points. 

This adjustment feature, in turn, reduces wear 
on such switch fittings as throw rods and switch 
rods, resulting in longer life and further economy. 


Another important advantage of the New Century 
is the interchangeability of parts. When one of the 
parts finally needs replacing, you'll find that new 
parts will fit the oldest New Centuries on your lines. 
And this, despite a number of improvements made 
in the stand’s design during the past fifty years. 

You will find, too, that a New Century will out- 
live several switches, and is easily moved from main 
line to yard or siding service. It can be readily con- 
verted from intermediate to low and back again, 
according to service requirements. One of our engi- 
neers will gladly demonstrate the New Century in 
full detail, at any time you say. 


BETHLEHEM STEEL COMPANY, BETHLEHEM, PA. 
On the Pacific Coast Bethlehem products are sold by 
Bethlehem Pacific Coast Steel Corporation. Export 
Distributor: Bethlehem Steel Export Corporation 


BETHLEHEM STEEL 
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IMPROVED 
SWITCH OPERATION 


with 
“UNION” 


Roller 
Bearings. os 


ADJUSTING 
NUT 


“ 


Here’s What the Records Show!” 


*Factual data supplied upon request. 


Force required to move switch points 
materially lessened. 


Power consumption and operating 
time for power-operated switches 
reduced. 


Less wear of connections and operat- 
ing mechanism. 


Spring switch and mechanical facing 
point lock performance improved. 


Reduced maintenance costs .. . less 
cleaning and oiling required. 


“Union” Style R Roller Bearings are 

easy to install and adjust... do not 

interfere with tie tamping. Occa- 

sional lubrication is about all 

the attention they require. 

Ask any “Union” district 

office for complete 
information 


SWITCH 
POINT 


UNION SWITCH & SIGNAL 


DIVISION OF WESTINGHOUSE AIR BRAKE COMPANY 
SWISSVALE PENNSYLVANIA 


NEW YORK © CHICAGO ®* ST. LOUIS * SAN FRANCISCO 
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Week at a Glance 


Effect on railroad traffic of last week’s Ex Parte 196 freight 
rate increase was the subject of a nationwide Railway Age 
survey of railroad and industrial traffic officers. Railroads, 
in general, have no fear that freight traffic will decline, but 
shippers’ reactions indicate that exempt carriers will continue 
to increase their share of the available business. .. . p.@ 


Railroad freight revenue will be increased by about $475 
million a year, on the basis of recent traffic levels, as a result 
of rate increases authorized by the ICC in Ex Parte 196. The 
new rates—which, taking into account exceptions and hold- 
downs, amount to an overall increase of about 514%—be- 


came effective March 7. s.r 


New C&NW management, headed by Ben W. Heineman as 
chairman and chief executive officer, and Clyde J. Fitzpatrick 
as president, will take office April 1. C&NW-Milwaukee 

eee. ee 


merger plans have been terminated. 


FORUM: Lace curtains and the maintenance man have some- 
thing in common—‘“economies” realized by budget cuts at 


<i» « en 





their expense may not be true economies. 


Why the Pennsylvania mixes engine lubricants is discussed 
by M. A. Pinney, that road’s engineer of tests, with support- 
ing data based on careful experiments and many thousands 


~.. p.42 


of miles of over-the-road experience. 


Aluminum for better crossbucks— it’s more economical, sev- 
eral roads are discovering, because it lasts longer and requires 
less maintenance. oe « oe 

Program of AREA convention opens up this issue’s “Prog- 
ress in Engineering” section, tied in with the annual meeting 
of that organization in Chicago this week. ose Pe 

What a researcher dreams about is a railroad physically a 
far cry from the tracks and structures of today’s railroad. The 
“dreamer” in this case is a very practical-minded engineer. 


G. M. Magee, the AAR research director. .. . p.46 
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with the Westinghouse 6-SL Brake 


The 6-SL Brake handles easily and responds quickly. 
With it, you can speed up your switching opera- 
tions and still protect the lading. 


Westinghouse Air Brake 


COMPANY 


AIR BRAKE DIVISION @ WILMERDING, PA. 





RAILWAY AGE 


Current Statistics 


Operating revenues, twelve months 
WE \. (co Rinrcanbicrsthelcbumeries $10,106,398,133 
VOD: ness ssaccplalabinsstanaeiaenontice 9,370,825,498 
Operating expenses, twelve months 











RUERER .  cacicsenelcliaamoiesicadesnaiiestiis $ 7,646,291,405 

BPM, \ sccautedunsceseonecdictabeeaunintace 7,384,499,680 
Taxes, twelve months 

VE orsisccaciciotibbictrimiarestosaacas $ 1,080,504,965 

861,281,657 

Net railway operating income, twelve months 

WOM abscsccenclasisbecieiccnciebinsions $ 1,128,115,275 

WONG | vgs veasenscusaes delist shamans 874,017,894 
Net income, estimated, twelve months 

WOOD. ursderiacmap thoes Neciasaaienslan $ 917,000,000 

Tee Mcncatciselcicuaas 677,000,000 
Average price 20 railroad stocks 

March 6, 1956 100.95 

March 8, 1955 90.31 
Carloadings revenue freight 

Eight weeks, 1956 5,463,427 

Eight weeks, 1955 5,060,539 
Average daily freight car surplus 

Wk. ended Mar. 3, 1956 .... 4,436 

Wk. ended Mar. 5, 1955 .... 46,370 
Average daily freight car shortage 

Wk. ended Mar. 3, 1956 .... 4,240 

Wk. ended Mar. 5, 1955 .... 1,262 
Freight cars on order 

Fobroury 1,. 1956 civic... : 144,946 

February 1, 1955 .............. ‘ 18,395 
Freight cars delivered 

One month, 1956 ........00000 4,199 

One month, 1955 ...........00+ 2,008 


Average number of railroad employees 
Mid-January 1956 .............. 1,047,561 
Mid-January 1955) ............ 1,009,402 
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Week at a Glance continue 


Straight line, faster service—that’s the Burlington’s aim in 
major line improvement and signal modernization projects 
between Chicago and Kansas City. io. hee 

What’s new in railway engineering and maintenance. List of 


new products begins on oe « pot 


COMING: Next week—Hot-off-the-wires report of the pro- 
ceedings of this week’s AREA convention. 


BRIEFS 


The ICC has found a way to override state authorities which 
refuse to permit curtailment of unprofitable services. It has 
authorized the Milwaukee to abandon entirely a 27-mile Wis- 
consin line between Heafford Junction and Woodruff. The 
line’s freight business was profitable, but not profitable 
enough to offset losses on passenger business; and the Wis- 
consin Public Service Commission’s refusal to permit cur- 
tailment of passenger operations was upheld by the courts. 
Milwaukee’s only recourse then was the line-abandonment 
application, since the ICC lacks authority to order service cuts. 


The archaic New York City ordinance which prohibits a diesel 
engine from entering Grand Central Terminal is being re- 
viewed by the New York Central’s law department with a 
view to seeking legislative relief from a situation which costs 
the railroad several million dollars a year in switching facili- 
ties, extra electric locomotives, shops and yards at Harmon. 


Higher per diem for roller bearing and other premium freight 
cars, after long debate, may be in the offing. The whole prob- 
lem is being explored by a special committee of railroad 


officers on the operating v-p level. 


The user-charge principle for paying for new roads isn’t fair- 
ly applied in bills now before Congress, railroad witnesses 
have told the Committee on Ways and Means. Equitable 
application of that principle requires that heavy commercial 
vehicles pay more than the private motorist. Naturally the 
truckers prefer an across-the-board fuel tax, such as is pro- 


posed in H.R.9075. 








ELECTRIC FLASH RAIL WELDER 


MULTIPLIES the LIFE of RAIL 
with 

WELDS of the HIGHEST QUALITY 
at the 

LOWEST PRICE 


and 
MAXIMUM PRODUCTION RATE 


For 

page 294 of the 8th editi 

the Railway Track & §S 
tures Cyclopedia—or sen 
literature on this or other 


machines shown below 








The Matisa Ballast Cleaner 


EQUIPMENT CORPORATION 


1020 WASHINGTON AVE.+ CHICAGO HEIGHTS, ILLINOIS 
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ut RR Tonnage? 


Not enough that it can’t be offset in booming economy, with some adjust- 


ments in competitive situations, they declare — Shippers disagree, look to 


Last week’s Ex Parte 196 freight 
rate increase “won’t have any appre- 
ciable influence on traffic volume” one 
spokesmen summed it up for railroads 
when Railway Age contacted him in 
an industry-wide survey on effects of 
the rate boost. 

But, in a parallel poll of shippers, 
this paper learned that railroads face 
the serious threat of further inroads 
into their business by exempt carriers. 

As, one shipper said, “It’s an in- 
evitable consequence that when you 
raise your rates you stir the thinking 
of people to look for ways of trans- 
portation they may never have con- 
sidered before.” 

H. H. Horton, general traffic man- 
ager of the General Baking Company 
in New York City, said the rate hike 
might prove to be the “proverbial 
back-breaking straw.” He said his com- 
pany uses considerable private truck- 
ing for outbound shipments now and 
will seriously consider extending such 
practices to inbound freight. 

“If we don’t, the people that sell to 
us well,” he declared, commenting that 
although freight rates have climbed 75 
to 80% since 1946 “we never got any- 
where near that back in our prices.” 

Most railroads questioned by Rail- 
way Age foresees no adverse effects 
from the increase, and many see no 
change in freight volume at all. 

B. M. Sheridan, assistant vice-presi- 
dent of the Gulf, Mobile & Ohio, said 
he does not “anticipate any appreci- 
able reduction” in tonnage. H. R. 
Sampson, vice-president of the Chicago 
& Eastern Illinois, could see no “de- 
cline” whatever in the offing. 

Railroads do not expect to lose any 
trafic at all to competing common 
carrier truck lines. 

4 Missouri-Kansas-Texas spokesman 
underscored this belief by saying the 
rate increase is not expected to “ad- 
versely affect traffic on the Katy since 
truck lines generally also are increas- 
ing rates,” leaving the competitive 
situation pretty much unchanged. 

One eastern road echoed much the 
same outlook with the comment that 
“it is to be remembered common car- 
rier truckers are also increasing rates 
on their services and that, generally. 
rate relationships will remain about 
the same as prior to the ICC’s de- 
cision.” 

L. E. Clarahan, vice-president, traffic. 
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exempt carriage to duck rising costs 





Wabash, noted in this connection that 
“competitive forms of transportation 
are also faced with increased costs and 
have also increased, or are increasing, 
their rates.” 

Support for this viewpoint came from 
some shippers who responded to the 
Railway Age questionnaire. 

George W. Albertson, general traffic 
manager of the F. W. Woolworth Com- 
pany, said that “by and large the rail 
rate increase won't cause a switch to 
trucks” because of truckers’ plans to 
increase their rates correspondingly 
where they have not already done so. 

Further, Mr. Albertson commented, 
“there doesn’t seem any basis for an 
increase in the truck rate structure 
just because rails” increase their rates. 
Truck rates, he noted, are already 
higher than the railroads’ on much of 
the type freight—2,000 lb or under— 
that Woolworth ships. 

Although Mr. Albertson said he and 
his associates will have to “sit down 
and figure out how best to circumvent” 
increased shipping costs, W. K. Cabot, 
general traffic manager of Johnson & 
Johnson of New Brunswick, N. J., 
called attention to his company’s peti- 
tion in the Ex Parte 196 case which 
did not oppose the railroads but stated 
that “some increase is probably justi- 





SHOULD RATE INCREASES BE 


“I’ve never been able to come to 
any conclusion about the administra- 
tive minetraps attending the process- 
ing of a freight rate increase petition, 
but I expect that a good deal of in- 
dustrial traffic opposition is stimulated 
by a resentment that it just means 
paying more money for the same old 
thing. 

“Your automobile prices might go 
up each year, but you always have the 
consolation that some new gadget has 
been added to sort of salve your in- 
clination to protest. However, with 
railroads, the resentment arises, fol- 
lowed by the protesting, because there 
is no new ‘gimmick’ or other little 
item that makes you think you are 
paying more and getting something a 
little better . . . Few can afford to 
stand an increase in freight rates, and 
yet in most cases the people who pro- 





















fied,” noting that his firm has been 
“sympathetic to the railroads’ problems 
in recent years.” 

Mr. Cabot said Johnson & Johnson 
might turn to private trucking if com- 
mon carrier truck rates are increased, 
but will not attempt to offset the rail- 
road increase by such a step. 

Booming business was cited by 
several roads as being a major deter- 
mining factor in their judgment that 
the increased rates will not trim their 
volume markedly. 

A. C. McIntyre, vice-president of the 
Lehigh Valley, said “the continuing ef- 
fect of increasing business for at least 
the first six months the rates are in 
effect will offset any tonnage decrease 

which we don’t think is going to be 
much.” 

One major eastern road said the 
country is enjoying an exceptionally 
high production rate which creates a 
demand for peak transportation ac- 
tivity. With no lessening of this indus- 
trial output, the road sees no likelihood 
of any net loss in traffic volume due to 
the increases. 

Mr. Clarahan of the Wabash also 
expressed the belief that production, 
and tonnage offered for transportation, 
will continue at present high levels. 


W. W. Kremer, Soo Line vice-presi- 





SUGAR-COATED? 


test them are a lot better off financi- 
ally than the railroad industry. 

“I sometimes wonder what would 
happen if the wives of a group of rail- 
road officers showed up at a manu- 
facturing plant some day with banners 
and placards and much hullabaloo to 
protest an increase in price in one of 
the commodities they were utilizing. I 
wonder what the reaction would be 
if the women demanded justification 
for the increase and wondered how in 
the name of the devil that big, strong 
manufacturer could possibly suffer by 
waiting a decent interval of time be- 
tween cost increase and price increase. 
Of course, you must remember that if 
we did this, we’d have to pick out a 


small shipper.”’—From a March 7 ad 
dress by Warren F Brown. president ot 
the Monon, to the Winston-Salem (N.( 

] } Clul 













dent, indicated less optimism than 
most, because he anticipates “some di- 
version to other transportation” and be- 
lieves that “serious consideration must 
be extended to possible rate adjust- 
ments to meet competitive conditions.” 

Some _ diversion § of individual 
movements from rails was also fore- 
seen by the Pittsburgh & West Vir- 
ginia’s president, R. N. Shields, but 
he said he expected this would be 
“negligible,” although it is still too 
early to analyze the full impact of the 
rate increase. 

While none of the roads queried in- 
dicated any dissatisfaction with the 
ICC’s paring of their original request 
for a general 7% increase, many re- 
ferred in minimizing terms to the boost 
that was granted. 

The New Haven’s vice-president, 
freight trafic, W. K. Tate, said he 
does not anticipate “the small increases 
will appreciably affect freight traffic.” 
R. A. Trovillion, vice-president, traffic, 
Illinois Central, declared that he feels 
industry will accept the increase al- 
lowed by the ICC as “a modest ad- 
justment.” 

The New York Central, noting that 
the $40,000,000 it will realize in added 
revenues is needed to offset increases 
in wages and the cost of materials and 
supplies, said it has the support of 
many shippers on its lines. Where its 
rates “are no longer competitive.” the 
Central said, “adjustments will be 
made to meet that competition.” 

None of the western roads questioned 
said they expected any serious losses 
in traffic. The Southern Pacific ex- 


pects “no material diversion,” while 
the Northern Pacific commented that 
the increase will sustain the railroads’ 
purchasing power and allow continua- 
tion of present favorable conditions. 

The Reading, Burlington, Louisville 
& Nashville, Rock Island and Nickel 
Plate are among other roads expecting 
to retain most or all of their present 
freight volume, although L. R. Capron, 
CB&Q vice-president, said “some in- 
dividual competitive situations” might 
require “treatment.” 

The Frisco, anticipating no diversion 
of its present freight tonnage, pre- 
dicted tentatively that the rate increase 
will mean $5,000,000 in additional rev- 
enues in the remaining nine months of 
the year—$6.1 million over a 12-month 
period. 

J. W. Scott, vice-president, Kansas 
City Southern, said that while he does 
not expect to lose any volume to com- 
mon carrier truckers or barge lines, 
he anticipates “there will be some di- 
version of traffic to private and con- 
tract motor carriers.” 

Just six of 25 shippers asked by 
this paper about possible plans to 
withdraw traffic from railroads be- 
cause of the rate increases said they 
would not do so. 

In some cases, it was indicated there 
would be no switch because the freight 
offered by the individual shippers is 
not suitable for other types of trans- 
portation. However, one such firm, 
Black & Decker Manufacturing Com- 
pany of Towson, Md., reported it was 
“definitely opposed” to the increase at 
this time. 


\. C. Schier, vice-president, traffic, 
General Foods Company of White 
Plains, N.Y., said it is his company’s 
“policy and philosophy” that it should 
never “stand in line before the ICC 
and ask it to deny to railroads the 
perogatives” of fixing their own prices 
to meet cost and competitive factors 
“which we claim for ourselves.” 

As to whether his company would 
turn to private transportation, Mr. 
Schier said this, too, is a matter of 
company policy: “We’re in the food 
manufacturing business, not the trans- 
portation business.” 

He further cautioned his fellow- 
shippers that private carriage “is not 
always the bed of roses it’s pictured 
to be.” 

Nevertheless, 15 shippers said they 
would either increase their use of 
private carriage, or institute studies to 
determine whether savings could be 
realized by adopting that form of 
transportation. 

L. E. Galaspie of the Reynolds 
Metals Company of Richmond, Va., 
said that “past studies [of private 
trucking] which showed marginal 
profit will be reinvestigated and if 
economical [we] will no doubt put ad- 
ditional trucks into service.” 

Spiegel, Inc., of Chicago, reported 
that it is finding the day coming 
“closer and closer” as common carrier 
rates rise “to a point where contract 
trucking can be used.” Victor Chemical 
Works, also of Chicago, said there is 
always the possibility of turning to 
contract carriage as a “means to save 
money.” 


Freight Rate Hike Will Yield $475 Million 


That’s the estimated annual increase in revenue that will 


result from ICC decision in Ex Parte 196 


It’s about $125 


million short of what would have come from across-the- 


board raise of 7% which railroads sought 


Approximately $475 million a year 
will be added to the freight revenues 
of railroads as a result of rate increases 
authorized by the Interstate Commerce 
Commission in the Ex Parte 196 case. 

That estimated yield is based on re- 
cent trafic levels and assumes favorable 
action by state commission on _ intra- 
state rate increases. It would be about 
$125 million less than would have 
resulted from the across-the-board in- 
crease of 7% sought by the carriers. 

The commission authorized a general 
increase of 6%, with exceptions and 
hold-downs, or maximum cents-per-100- 


lb limits on increases applicable to im- 
portant classes of traffic. The excep- 
tions include one limiting the increase 


to 5% on grain and grain products 
and livestock. Railroad estimates indi- 
cate the exceptions and _ hold-downs 
will have the effect of cutting the 
overall increase to about 544%. 
Already Effective—The new rates 
became effective March 7, the date to 
which the effective date of the 7% 


tariffs had been postponed at the re- 
quest of the commission (Railway Age, 
Feb. 27, p. 12). New tariffs had to be 
published to bring the increases into 
line with what the commission author- 
ized, but the authorization (issued 
March 2) included the necessary short- 
notice permission. Water-carriers and 
freight-forwarder parties to the case 
were authorized to publish increases 
like those approved for railroads. 

The commission’s decision was em- 
bodied in a 5%4-page order, attached 
to which was a concurring-in-part ex- 
pression by Commissioner Freas. The 
majority report containing findings 
and conclusions on which the order is 
based will be issued later. 

The hold-downs, and the maximum 
increase allowed in each case, include 
these: Fresh fruits, melons, edible 
nuts, canned or preserved food prod- 
ucts, lumber and articles taking lum- 
ber rates, 6 cents per 100 lb; build- 
ing woodwork and millwork, 7 cents 
per 100 lb; sugar, 5 cents per 100 Jb; 


phosphate rock, 30 cents per ton; 
muriate of potash, manure salts, sul- 
phate of potash and sulphate of potash 
magnesia, 50 cents per ton. Hold- 
downs do not apply to class rates 
which may be increased the full 6%. 

Coal and Lignite—As to line-hau! 
rates on coal and coke, the increase 
is 6%, maximum 15 cents per net ton. 
For lignite coal, or lignite coal 
briquets, it is 3%, maximum 7 cents 
per net ton. There are specifications 
as to how the increases shall apply 
with respect to tidewater coal, and 
coal moving over rail-water or rail- 
water-rail routes. 

The rule as to combination rates 
is: “Where through rates are made 
by combining separately stated rates 
on commodities for which maximum 
increases are provided, such maximum 
increases shall be observed in connec- 
tion with the entire through rate.” 

Since the commission’s decision was 
a final one, it authorized publication of 
the tariffs without the so-called refund 
clause. That was the provision in the 
7% tariffs whereby railroads agreed 
to refund the difference between the 
proposed 7% increase and any lower 
basis the commission might  subse- 
quently require. Since the 7% tariff 
(Continued on page 10) 
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Carloadings Up. — Loadings of 
revenue freight in the week ended 
March 3 totaled 710,996 cars, the As- 
sociation of American Railroads an- 
nounced on March 8. This was an in- 
crease of 23,978 cars, or 3.5%, com- 
pared with the previous week; an in- 
crease of 57,421 cars, or 8.8%, com- 
pared with the corresponding week 
last year; and an increase of 120,420 
cars, or 20.4%, compared with the 
equivalent 1954 week. 

Loadings of revenue freight for the 
week ended February 25 totaled 687,018 
cars; the summary, compiled by the 
Car Service Division, AAR, follows: 


REVENUE FREIGHT CAR LOADINGS 
For the week ended Saturday, February 25 


District 1956 1955 1954 

a Ia 117,367 111,144 105,987 
Alleghany ..... 140,360 121,412 115,966 
Pocahontas .... 60,041 51,765 41,545 
Southern ...... 130,512 121,792 112,901 
Northwestern .. 71,918 67,208 65,308 
Central Western 112,209 105,848 101,144 
Southwestern .. 54,791 51,903 52,180 





Total Western 
Districts ..... 238,738 224,959 218,632 


Total All Roads 687,018 631,072 595,031 











Commodities: 
Grain and grain 

products 45,503 42,593 41,586 
Livestock ..... 6,613 6,043 6,51 
CON ns cae 139,311 123,152 95,324 
eee 13,503 , 8,823 
Forest Products . 43,400 41,537 37,418 

GEES eo 19,767 14,066 15,700 
Merchandise I.c.1. 55,220 55,879 
Miscellaneous .. 363,701 337,600 331,021 
February 25 ... 687,018 631,072 595,031 
February 18 ... 698,319 650,248 618,623 
February 11 ... 684,328 638,788 623,706 
February 4 ... 680,989 635,779 624,385 
January 28 .... 691,850 637,116 628,193 





Cumulative total, 
8 weeks .... 5,463,427 5,060,539 4,951,251 


In Canada.—Carloadings for the 
seven-day period ended February 21 
totaled 76,388 cars, compared with 
76,622 cars for the previous seven-day 
period, according to the Dominion Bu- 
reau of Statistics. 


Revenue Total Cars 
Cars Rec'd from 
Loaded Connections 


Totals for Canada: 


February 21, 1956 76,388 34,837 

February 21, 1955 66,413 32,596 
Cumulative Totals: 

February 21, 1956 549,928 253,416 

February 21, 1955 486,167 224,841 
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New Equipment - 


FREIGHT CARS 
& Chicago & North Western._Road’s new president (see page 
11), is “sure there is a car deficiency on the North Western”: he 


added that studies will be undertaken to determine what classes 
of cars are needed. 


PASSENGER CARS 

& Pacific Great Eastern.—Ordered seven rail diesel cars, Budd 
Company: cost exceeds $1,000,000; included are three 90-passenger 
RDC-1’s and four RDC-3’s, which seat 49 passengers and have 
baggage-mail compartments; RDC-3’s also will be equipped with 
galleys for preparing and serving light meals: when delivered next 
fall, cars will operate as one- and two-car trains between North 
Vancouver, B.C., and Prince George, 470 miles. 


MARINE 
®& Western Pacific.—Directors have approved purchase of diesel- 
I I 
powered train ferry (approximate cost $1,060,000) to replace road’s 
two steam-powered tugs and wooden barges in service on San 
Francisco Bay: new vessel, named the “Feather River,” will be 
375 ft long, 55 ft wide, 16 ft in depth from keel to deck, and will 
& I 
carry 26 to 28 freight cars on its four tracks; top speed will be 10 
knots: delivery is planned for second quarter 1957. 


SPECIAL 

®& Nickel Plate.—Ordered 144 specially designed gondola-car 
covers, Pressed Steel Division, Republic Steel Corporation: covers 
are to protect coiled steel freight in transit (Railway Age, Nov. 28, 
1955, p. 8); New York Central has ordered from Republic Stee! 


40 covers of somewhat different design. 


New Facilities 


& Alaska Railroad.—Will spend $528,000 rebuilding approxi- 
mately 23 mi of main line track between Indian and Portage: con- 
tract awarded to William A. Smith Contracting Company, of Mis- 


souri. 


& Canadian Pacific—New projects include installing automatic 
block signals on 43 mi of Ladue subdivision between Wetaskiwin, 
Alta., and Edmonton, to be completed by the end of October: 
construction and extension of diesel shop at Alyth to provide addi- 
tional storage space, to be completed by September: repairing 


bridge over Frazer river near Mission City, B.C. 


®& Union Pacific—Announced $17 million program of rew rail 
installation, tie replacement, and roadbed reballasting for ti- 
year: 198.99 miles of new 133-lb rail will be laid; 47.11 miles of 
light rail on branch lines will be replaced with heavier second-hand 
rail; 181.50 miles of new ballast will be laid: and one million tics 


will be replaced. 








(Continued from page &) 
was never effective, there will be no 
occasion for invoking the clause. Mean- 
while. the decision, as the order put 
“will not preclude interested parties 
om bringing to our attention for cor- 
rection any maladjustments.” 
Commissioner Freas agreed with 
the majority’s determination that rail- 
roads needed an increase, but he would 
not have authorized it on a uniform 
basis to all roads. He would have 
granted 7%, with exceptions, to rail- 
roads in the Eastern District, exclusive 


of the Pocahontas Region. To western 


roads, he would have granted a “little 
less.” and to the Southern and Poca- 
hontas groups, “substantially less.” 


Mr. Freas thought the case was one 
wherein there was a “compelling need 
for group treatment.” Uniform rates, 
he conceded, are desirable; but he 
insisted that “uniformity may not 
fairly be made the sine qua non o! 
ratemaking.” He added this quotation: 
“There is no inequality more danger- 
ous than that resulting from trying to 
equalize the unequal.” 

State commissioners sitting with the 
ICC on the case as a “cooperating 
committee” recommended that the in- 
creases be suspended for six months 
and that a cost-of-service study be un- 
dertaken. The ICC “needs further 
evidence and study prior to application 
the state commissioners said. 

They also recommended that the 
ICC “review and cooperate with state 


of rates” 


commissions to avoid as many section 


13 (intrastate rate) cases as possible 
to accomplish proper cooperation 


rather than long expensive _ litiga- 
tion. The committee consisted of 


Wendell Tennis of the Indiana Public 
Service Commission, chairman; Fred 
W. Clayton of the Nevada Public Serv- 
ice Commission; and Hammond Fow- 
ler of the Tennessee Public Service 
Commission. 

Senate Committee Probe—One 
reaction to the decision was announce- 
ment that an investigation of ICC 
rate-making procedures would be 
started soon by the Surface Transpor- 
tation Subcommittee of the Senate 
Committee on Interstate and Foreign 
Commerce. The announcement was 
made by the subcommittee’s chairman, 
Senator Smathers, Democrat of Florida. 

The commission’s decision, he said, 
“brings into focus the necessity of 
having an early hearing on the whole 
matter of railroad freight rates.” At 
the same time, the senator also said he 
did not question the necessity for the 
increase, although it was his “general 
impression that railroads had done 
well financially last year and so far 
this year.” He added: 

“However, our committee has long 
planned to go into the entire matter of 
freight rates, particularly into dis- 
criminatory freight rates in certain 
western and southern areas of the 
country. .. . It has been quietly pre- 
paring to inquire into the rate-making 
procedures of the ICC for some time, 
and is now ready to get started.” 











“The Great Locomotive Chase,” a Wal: 
Disney motion picture about the 1862 
attempt of a group of Union soldiers 
to cripple the Confederacy’s military 
transport system, is tentatively sched- 
uled for release next June. Aftermath 
of the abortive Union raid was the 
race between two locomotives, the 
“Ceneral,”’ now in Chattanooga’s Union 
Station, and the ““Texas,”’ which is in 


Civil War “General” Will Run Again! 





‘3 ey x " 
Copyright Walt Disney Productions 


the basement of Atlanta’s Cyclorama. 
Neither is in operating condition, so to 
portray the “General” Disney studios 
used the Baltimore & Ohio’s 99-year- 
old “William Mason” (above, on lo- 
cation at Clayton, Ga.), and Para- 
mount’s “Inyo” for the “Texas.”’ The 
B&O’s locomotive is a Civil War vet- 
eran of the North, and the “Inyo” was 
built in the 1870's. 





ICC Won't Drop Probe 
Of DL&W Stake in NKP 


The Interstate Commerce Commis- 
sion has refused to drop its investiga- 
tion of the Lackawanna’s purchases of 
Nickel Plate stock. The investigation 
was instituted to determine whether the 
purchases violated the Interstate Com- 
merce Act or the Clayton Antitrust 
Act (Railway Age, October 24, 1955, 
page 104). 

Dismissal was sought in a motion 
filed by the Lackawanna which also 
sought authority to withdraw its 1952 
application for commission approval of 
such control of Nickel Plate as would 
result from election by the Lacka- 
wanna of two members to the NKP 
board of directors. The commission 
rejected both pleas. 

The Lackawanna recently announced 
that it will distribute 50,000 shares of 
NKP to its own stockholders as a 
dividend July 2. It will then have about 
313,000 shares left (Railway Age, 


February 27, page 34). 


New Brakes for 
“Jet Rocket” 


The Rock Island’s “Jet Rocket” is 
back on the Chicago-Peoria run afte: 
being out of service ten days for brake 
modifications. Automotive drum-type 
brakes were replaced by brake shoes 
operating on the wheel tread. 

Reasons for the changeover were that 
the drum brakes frequently ran too hot 
and their friction (therefore braking) 
characteristic, while not necessarily bad 
in itself, was different than enginemen 
were accustomed to. 


SAL To Issue Credit Cards 


Use of credit cards permitting a pas- 
senger to travel in comfort and pay for 
it at the end of the month will become 
effective on the Seaboard Air Line April 
1. The cards, application for which 
may be made at any SAL ticket office, 
can be used to charge, among other 
things, all classes of railroad tickets: 
sleeping and parlor car tickets; differ- 
ences in charges caused by ticket ex- 
change; aboard trains for meals and 
services in dining cars; and excess bag- 


gage charges. 


Piggyback Still Expanding 


A 300-mile extension of the Northern 
Pacific’s piggyback service. westward 
from Fargo, N. D.. is now in service. 
The expanded operation links five North 
Dakota cities—Valley City, Jamestown, 
Bismarck, Mandan, and Dickinson— 
with the NP’s growing piggyback net- 
work. 

The Lackawanna’s piggyback service 
was extended March 1 to include Long 
Island City, N. Y., and the borough of 
Queens. 
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Piggyback Terminal 
Services for Hire 


A newly formed company, Piggy- 
Back Service Corporation, is offering 
to perform all terminal services for 
railroads with piggyback operations. 
The new company, an affiliate of 
Piggy-Back, Inc., also will provide car- 
riers with trailers and/or special flat 
cars, and terminal facilities, on either 
a lease or rental basis. 

The service company, like its af- 
filiate, will have headquarters at 70 
Pine street, New York 5. Pierre Du- 
maine, who recently resigned as presi- 
dent of the New England Transporta- 
tion Company, will head the new firm. 

According to Mr. Dumaine, Piggy- 
Back Service will perform the follow- 
ing services: 

1. Operate terminals for railroads, 
whether the roads handle only their 
own bill of lading freight, the trailers 
of motor carriers, or both; 2. lease or 
rent to carriers, rail and highway, the 
necessary cars and trailers to handle 
the business; 3. solicit from motor car- 
riers freight to be moved in the 
T-O-F-C service of railroads with which 
it has agreements. 

The new company, while it is selling 
this “package.” will offer to handle 
just the terminal operating services 
for a railroad. However, if it doesn’t 
handle these services, it will not lease 
or rent its equipment. Piggy-Back Inc.., 
will continue to sell its special flat car 
to railroads whether or not the rail- 
roads are interested in having the serv- 
ice company perform terminal service. 

Mr. Dumaine emphasized to a Rail- 
way Age reporter that his company ex- 
pects to make its “package” economical 
enough to interest carriers. In fact. 
he said, several railroads and truckers 
already have expressed interest in the 
plan. A special study, which went into 
all facets of T-O-F-C business, has con- 
vinced him and his associates there 
was a real need for this “package.” 
The fact that the plan will be economi- 
cal to the carriers, Mr. Dumaine con- 
tinued, is based on economies the 
Piggy-Back, Inc., special T-O-F-C car 
makes possible. He said his company. 
probably within the next few days, 
will order cars to be used in the pool 
which will be operated for carriers 
using the plan. 


Crossing Accidents Data 
For 1935-1954 Period 


The Interstate Commerce Commis- 
sion has released a study, Rail-High- 
way Grade-Crossing Accidents, 1935- 
1954 Statement No. 5521), prepared 
by its Bureau of Transport Economics 
and Statistics, showing a total of 78,036 
grade-crossing accidents in the 20-year 
period, in which 33,558 persons were 
killed and 86,278 injured. 

Accidents, deaths, and injuries in 
1950-54 were fewer by 5.4, 10.8, and 
12.7% than in 1935-39. There were 
4.07 accidents per million train-miles 
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in each period. Accidents per million 
motor vehicles registered declined from 
120.8 in 1936-39 to 63.9, and per 
million motor-vehicle-miles from 0.0129 
to 0.006 in 1950-53. The severity of the 
accidents (ratio of deaths or injuries 
to number of accidents) tended to de- 
crease irregularly in the 20 years. 

In 1940, grade-crossing accidents ac- 
counted for about 41% of all deaths 
and 26% of all injuries reported in 
train and train-service accidents; in 
1954, they represented 55 and 21%. 

Vehicles Involved—Motor vehicles 
figure in about 90 percent of all cross- 
ing accidents. In 1953, passenger cars, 
which accounted for 80.54% of the 
motor vehicle-miles, were involved in 
76.68% of the accidents. For trucks, 


these percents were 18.65 and 23.03; 
for buses, 0.81 and 0.29. 

There were 226,522 crossings at 
grade in 1954, or 3.3 percent fewer 
than in 1935. Eliminations by separa- 
tion of grade averaged 258 per year, 
1935-42, and 44 per year, 1943-54. The 
increased provision of special protec- 
tion resulted in a greater reduction in 
accidents at crossings so protected than 
occurred at other crossings. 

In terms of relative volume of travel, 
accidents have been about twice as fre- 
quent after dark as in daylight. Hours 
of greatest frequency were from 5 to 
7 p.m. The peak day generally has 
been Saturday and the peak month 
has been December. with January and 
November in second and third place. 


Heineman Takes Over C&NW April 1 


This week the new Heineman man- 
agement will tackle the job of prepar- 
ing to take over the Chicago and North 
Western next April 1. 

A pressing problem to be faced by 
the new management, when it takes 
office, is the North Western’s mounting 
operating losses. The road lost over $2 
million during January. 

The North Western board last week 
announced elections of Ben W. Heine- 
man as chairman and chief executive 
officer, and of Clyde J. Fitzpatrick, for- 
mer operating vice-president of the IIli- 
nois Central, as the new C&NW pre- 
sident, both effective April 1. The elec- 
tions took place March 2 at a special 


board meeting in Chicago. (Railway 
{ge, Feb. 27, p. 7) 

R. L. Williams, former North West- 
ern president, and Fred N. Oliver, gen- 
eral counsel of the National Associa- 
tion of Mutual Savings Banks, resigned 
as C&NW directors to make room on 
the C&NW board for Messrs. Heineman 
and Fitzpatrick. Reason for not waiting 
until the May 15 stockholders’ meeting 
to bring in the new management is un- 
derstood to be because important deci- 
sions were being put off until the 
new leaders arrived. 

Milwaukee Merger Studies Off 
Plans to merge the North Western and 
the Milwaukee, under discussion by 








ras: 


Air-operated ram for adjusting loads 
of pulpwood—formerly done manu- 
ally at cost of $25 a car—has been in- 
stalled on Central of Georgia rip track 
at Columbus, Ga. Photograph shows 
ram’s pusher plate, which matches 
similar plate on opposite side of car, 
as it approaches ends of pulpwood to 
apply “evening up” pressure. Cars are 


= 
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Better Way to Adjust Pulpwood Loads 


pulled into position between pusher 
plates, which can be operated singly 
or in unison, with a capstan. Ram, 
based on idea by Glenn W. Burke, 
CofG master mechanic at Co!umbus. 
was designed by W. H. Leavengood, 
mechanical engineer, and R. D. 
Thomas, draftsman, and fabrica ed in 
the road’s Macon shops. 








termi- 
nated, a spokesman said. 
Reasons given by the Milwaukee’ for 
abrupt termination of the studies are: 
(1) Mr. Heineman’s statement that the 
merger should not take place when the 
C&NW is in a “rundown” condition: 
(2) C&NW deferred maintenance, re- 
ported to total some $60 million; and 
(3) the C&NW’s lack of reserves avail- 
able for possible claims. 

The Milwaukee left the door open for 
future resumption of merger negotia- 
tions, if Mr. Heineman and the North 
Western are interested 

Mr. Heineman has resigned as chair- 


both roads’ directors, have been 
Milwaukee 


f 


man of the executive committee of the 
Minneapolis & St. Louis. He is also 
quitting his Chicago law practice t 
give his full time to the C&NW. M 
Heineman told Railway Age: “Mr. 
Fitzpatrick and I will jointly operate 
the railroad. We will have offices next 


. ' , 1 
‘ach other with a door between so 


consult each other any time 
will study the North Western 
personnel situation carefully.” Mr. 
Heineman said. “Our poli vy will be to 
promote from within, where good per- 
sonnel are available. and to go outside 
only when personnel are not available.” 
First step in the new management’s 
program for improving the North West- 
ern will be an inspection trip by Mr 


Heineman and Mr. Fitzpatr 


K tO ac- 


quaint themselves with the property and 
to determine where mechanization can 
cut costs quickly. 

Any program to modernize the 
North Western will take several years, 
Mr. Heineman believes. “We will start 
with mechanization in shops, mainten- 
ance of way, and accounting,” he said. 

When Railway Age asked Mr. Heine- 
man how he proposes to finance the 
modernization program, he said: “We 
are going to get the cash necessary 
to do it.” The North Western’s cas 
position is “not bad” he added. 
will start with projects that will give 
us the greatest return.” 

The new management is planning to 
study the North Western’s freight car 
ownership. “I am sure there is a car 
deficiency on the North Western.” Mr. 
Fitzpatrick said last week. “We must 
conduct studies to determine what class 
of cars are needed,” he added. 

Mr. Fitzpatrick is rather sceptical 
about the economy of new lightweight 
passenger trains. He believes the higher 
maintenance costs and inflexibility of 
such trains outweigh their advantages. 

Railway Age asked Mr. Fitzpatrick 
if the new management was considering 
some type of self-propelled rail cars 
for the North Western’s suburban serv- 
ice. “I have never ridden a C&NW sub- 
urban train,” he said. “I must do so be- 
fore I can pass judgment.” 


MP Has Good Prospects, Says Neff 


Optimism about the future of the Mis- 
souri Pacific keynotes the thinking of 
P. J. Neff. who was elected MP presi- 
dent March 2. one after the road 
emerged from 23 years of bankruptcy. 

“We operate in the West-Southwest- 
ern territory that is participating in our 
nation’s industrial development and we 
have a plant capable of moving the 
commerce of this expanding area,” he 


t 


tion to the 


said. Before his ele 
dency, Mr. Neff served for 
chief executive ofthe er tor the trustee of 
the bankrupt railroad 

Well Equipped — During 
years the MP became one of the best 
physically equipped railroads in the 
country, $342.000,000 


presl- 


10 years as 


those 


approximately 


having been invested in capital improve- 
ments and betterments. Major im- 
provements in that period included 
complete dieselization of motive power, 
laying of new rail and ballast, con- 
struction of 14,450 new freight cars, 
expansion of yard facilities, and mec- 
hanization of freight handling, auditing 
and accounting and maintenance. 

On the list of future imprevements 
are construction of additional freight 
cars and building a new freight yard at 
Kansas City, Mo. 

Some 23 railroads that made up the 
old MP system have been brought to- 
gether into one 9,170-mile railroad. The 
newly reorganized company has a total 
capitalization of $819,751,929, including 
$546,745,000 of bonds, $77,185,476 of 
equipment obligations, $191,755,800 of 
Class A voting stock, and $4,065,700 of 
Class B voting stock. 

Voting Control — Holders of the 
old MP preferred stock received voting 
control of the new company. Each of 
the 718,000 shares of old preferred out- 
standing will receive 2.6 shares of the 
new no-par $5 Class A stock. Holders 
of the old common will receive one new 
Class B share for each 20 shares of the 
old common. 

When the exchange is completed, Al- 
leghany Corporation, which owned 
about 50% of old MP common, will 
hold about 1% of the total voting secu- 
rities. 

Bondholders of the old MP and its 
subsidiaries will receive, in most cases, 
new bonds and cash. 


For Outstanding Service 


Joseph A. Fisher (left), president of 
the Reading, presents a “golden spike” 
to William H. Mapp, general manager 
and traffic manager of the Pennsyl- 
vania-Reading Seashore Lines. The 
award was given to Mr. Mapp for a 
year of outstanding service as chair- 
man of the Philadelphia-Camden Rail- 
road Committee, which is sponsored 
by the Eastern Railroad Presidents 
Conference. 





Dividend Prospects — One of the 
first tasks of the road’s directors will be 
to cut the new company’s heavy debt 
load. The reorganized road will have 
an annual fixed interest payment of 
$15 million. Contingent charges, in- 
cluding sinking fund payments, total 
another $15 million. 

Dividend prospects for holders of the 
new MP stock are far from bright. 
When 1955 earnings are adjusted for 
the new company’s capital structure, 
the new Class A stock would have 
earned only $2.75 per share. The Class 
B stock would have earned nothing. A 
$5 dividend must be paid on the Class 
A stock before any payment can be 
made to Class B holders. 

The Missouri Pacific currently owns 
74.7% of the voting stock of the Texas 
& Pacific. The T&P is not affected by 


the MP reorganization. 


NY Metropolitan Area 
Transit Studies Planned 


Contracts for surveys to determine 
present and future traffic demands 
for mass transportation between West- 
chester county, Long Island and Staten 
Island and New York City, as well as 
other points in the metropolitan area, 
are being negotiated by the city’s Met- 
ropolitan Rapid Transit Commission. 

The intrastate studies, financed by a 
$150,000 state appropriation, are in ad- 
dition to the study of rapid transit needs 
between New Jersey and New York 
which is being conducted with the finan- 
cial assistance of the Port of New York 
Authority. All studies are under the co- 
ordinating direction of Arthur W. Page, 
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project director for the commission 
(Railway Age, Oct. 3, 1955, p. 13) 


Railroads Demand Right to 
Eliminate Diesel Fireman 


Railroads are demanding from the 
Brotherhood of Locomotive Firemen & 
Enginemen the unrestricted right to 
determine when a fireman shall be used 
on other than steam locomotives. This 
demand was contained in a proposal 
presented to the union last week. 

The BLF&E is currently negotiating 
with the carriers for a $3-a-day pay 
boost and a railroad-financed medical 
and hospitalization program (Railway 
Age, Jan. 16, p. 5). 

The railroads further propose that if 
and when a fireman is used on other 
than steam power he should be paid a 
flat daily rate. Firemen are now on a 
graduated scale, based on locomotive 
weight. 


Organizations 





Annual meeting of the New England 
Shippers Advisory Board will be 
held in the Sheraton-Biltmore Hotel. 
Providence, R. I., March 21-22. Rich- 
ard G. May, vice president, Association 
of American Railroads, will discuss 
“The Value of Research to the Rail- 
road Industry” at a dinner session on 
the 21st. Dr. George P. Baker, profes- 
sor of transportation. Harvard Graduate 
School of Business Administration, will 
be speaker at a luncheon on the 22nd; 
his subject, “Pulling Together for a 
Setter Transportation System.” 


“Presidents’ Night” will feature the 
meeting of the New York Railroad 
Club at the Hotel Commodore, March 
15. when the speakers will be George 
Alpert of the New Haven; T. M. Good- 
fellow, Long Island; A. E. Perlman, 
New York Central; and H. E. Simpson, 
saltimore & Ohio. A reception at 6 p.m. 
and a dinner at 7 will precede the 
meeting. 


Newly elected officers of the Rail- 
road General Agents Association 
of Los Angeles are: President, G. T. 
Buckley, district freight and passenger 
agent, Gulf, Mobile & Ohio; vice-presi- 
dents, C. O. Huff, general agent, Rock 
Island; M. C. Mauhs, district freight 
representative, Baltimore & Ohio; and 
R. L. D. McAllister, general agent, 
Santa Fe; secretary-treasurer, T. H. 
Presby, general agent, Kansas City 
Southern. 


The 99th regular meeting of the 
Atlantic States Shippers Advisory 
Board will be at the Hotel Claridge. 
Atlantic City, N.J., April 18-19. Will 
A. Foster, vice-president, Borden 
Cheese Company, will address a 
luncheon on the 19th. 
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Army Reserve Railroad Units Now Total 20 


Major General Paul F. Yount, Army 
Chief of Transportation, and William 
T. Faricy, president of the Association 
of American Railroads (both seated), 
signing an affiliation agreement be- 
tween the Department of the Army 
and the AAR for activation of the 
Third Transportation Railway Com- 


mand, U.S. Army Transportation 
Corps. Looking on is Col. Clark Hung- 
erford, president of the St. Louis-San 
Francisco and commanding officer of 
the newly activated command, which 
is one of 20 Army Reserve railroad 
units supporting the nation’s trans- 
portation mobilization program. 





C&NW Joins UP-SP Car Report System 


With installation of IBM Teletype 
equipment at Council Bluffs, Iowa, the 
Chicago & North Western has the first 
leg of a new car-reporting system in 
service. Linked by a long-distance print- 
ing-telegraph circuit, equipment at Pro- 
viso Yard (Chicago) will work with 
new equipment at Council Bluffs (in- 
terchange point with the UP). 

This new system is part of a network 
in which the North Western, Union Pa- 
cific and Southern Pacific will exchange 
advance information on movement of 
freight trains and cars. North Western 


tracing clerks and operating personne] 
in Chicago will have data on every 
eastbound car and its contents shortly 
ifter the train has left west coast freight 
yards. Similarly, the consist of wes!- 
bound trains will be furnished to the 
UP and the SP upon their departure 
from Chicago. 

The North Western plans to extend 
this system to cover the entire railroad 
and to provide the necessary business 
machines to handle data on the daily 
movement of 50,000 to 60,000 freight 


cars 


SP Cuts Costs with “Dual-Fuel” Plan 


Wide-scale adoption of a new “dual- 
fuel” system for diesel locomotives is 
getting under way on the Southern Pa- 
cific. The road has equipped 15 main- 
line freight locomotives with the sys- 
tem and additional locomotives are to 
be adapted as they are shopped. 

Under the new system, the feed line 
from each locomotive’s double-fuel 
tank is switched automatically from 
high-grade oil to low-grade oil as the 
throttle is advanced. High-grade fuel 
is needed by the locomotive when 
idling. but as the engine works harde1 


and gets hotter, low-grade fuels can be 
used. 

Development of the “dual-fuel” idea 

called a “proven success” by Paul V. 
Garin, SP engineer of research and me- 
chanical standards—came after two 
vears of experiments with part time 
use of heavy, low-cost diesel fuels. 

“Prior to the experimentation,” Stan- 
ley M. Houston, SP general superin- 
tendent of motive power, said, “diesels 
burned fuel which would keep the en- 
gines idling efficiently, rather than that 
(Continued on page 70) 
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Our Parts Progress Show is again on the road—better 
than ever—and being greeted with the same enthusiastic 
response it received last year. 


Watch for it when it comes to your town! 


You get up-to-the-minute information on the latest 
Electro-Motive engineering developments and parts 
improvements. 


VISUAL DISPLAYS SHOW YOU 


—the moneysaving advantages of our new Hi-Lift 
wick lubricator. 


—precision methods employed in the manufacture of 
our new valves. 


IT PAYS TO BUY FACTORY-ENGINEERED PARTS 


ELECTRO-MOTIVE DIVISION 


La Grange, Illinois + Home of the Diesel Locomotive - in Canada: GENERAL MOTORS DIESEL, LTD., London, Ontario 















WORD ON ELECTRO-MOTIVE DEVELOPMENTS AT THE 


new i972sSss6 
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—the quality of materials, processing and inspection 
procedures used in our manufacture of engine 
bearings. 





—the cost reductions made possible by Electro- 
Motive’s unique packaging of such items as gaskets 
and safety plate glass. 


These are a few of the points that will be of interest to 
every railroad official concerned with getting high utiliza- 
tion of Diesel motive power at lowest cost. 


Schedules for Electro-Motive’s 1956 Parts Progress 
Show are drawn up well in advance. Write us if you’d 
like further information. 


GENERAL MOTORS 












Questions and 


Of current interest 


What methods have been 
successful in getting ship- 
pers and receivers to be 
sure that cross braces in 
DF loader cars are placed 
back in the ear when un- 
loading is completed . . . 


? 


CONDUCTED By G. C. RANDALL, district 
manager, Car Service Division (ret.), As- 
sociation of American Railroads, this 
column runs in alternate weekly issues 
of this paper, and is devoted to author- 
itative answers to questions on transporta- 
tion department matters. Questions on 
subjects concerning other departments will 
not be considered, unless they have a di- 
rect bearing on transportation functions. 
Readers are invited to submit questions, 
and, when so inclined, letters agreeing or 
disagreeing with our answers. Communi 
cations should be addressed to Question 
and Answer Editor, Railway Age, 30 
Church Street, New York 7. 
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Answers 


to the Transportation Department 


Watch shippers and draymen; check cars. 


At the June 1955 meeting of the 
(merican Railroad 
Superintendents, this subject came up 
for discussion. The following remarks 
by E. O. Bagenstos, Santa Fe super- 
intendent at Los Angeles, are of interest. 

“We have set up a program in all our 
larger towns where we have someone 
out of traffic department who super- 
vises the DF equipment. We have pre- 


Association of 


pared a mimeographed letter and when- 
ever we see a DF car moving to a con- 
signee, or we have an order from a 
shipper for one of those cars, if he 
hasn’t already received one of the let- 
ters, this trafic man mails one to him 
and makes it a point to contact him the 
first time he is unloading or loading 
one of those cars. That way, we stress 
the importance of returning the equip- 


ment to the car in very good shape.” 

Mr. Bagenstos went on to say that 
contract draymen, loading and unload- 
ing at team tracks, are a special prob- 
lem. Invariably, he said, the draymen 
will not replace the braces, etc., in the 
car. “If you don’t police that, the car 
will be switched out short your 
equipment. So, to protect ourselves, we 
have industrial clerks in that area we 
call on to watch those cars. If we do 
have a case where the unloader doesn’t 
return the equipment to the car, we take 
on the expense of doing it. We find it 
much less expensive than replacing the 
equipment.” 

Has anybody else found a way to 
protect against the loss of this equip- 
ment from the DF cars? It’s expensive. 


—G. C. R. 


Here’s Another Railway Age Car Service “Quiz” 


THE PROBLEM 
ton yardmaster for Class 
destinations: 

Akron, Ohio 
Atlanta, Ga. 
Detroit, Mich. 
Dallas, Tex. 
Fargo, N. D. 
Fort Wayne, Ind. 
Little Rock, Ark. 
Madison, Wis. 


Class A box cars were scarce, but the yardmaster was able to round uj 


the following 15 cars to fill this order: 


AT & SF 
c&WC 
C&NW 
CRR 

C&S 
EJ&E 
FW&D 
GN 


A sugar factory at Billings, Mont., asked the Burling- 
\ box cars to load the following day to these 


Montreal, Que. 
Oklahoma City, Okla. 
Omaha, Neb. 
Pueblo, Colo. 

St. Paul, Minn. 
Shreveport, La. 
Tuscon, Ariz. 


ITC 
KCS 
M&StL 


The conductor of the local freight serving the sugar company was a 
“bug” on selecting cars for loading under Car Service Rules. He selected 
the proper car for loading to the above-mentioned destinations. He told 
his friend. the loading supervisor at the sugar plant, of his selections, and 
the sugar was loaded in the cars the conductor suggested. 


To which destination was each car loaded? 


Which paragraphs 


of Car Service Rules 2 or 3 were the conductor’s “authority” for 


his selections? 
Send us your answers. 


The correct selections and the names of those 


sending in the right answers will appear in the April 23 issue. 
Incidentally, we'll give you full credit for the right answer, even if you 
don’t give us the Car Service Rule paragraph which was the conductor's 


authority for the selection. 


However, if you really know your rules you 


ought to be able to give us the complete answer.—G.C.R. 
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Compare: 


Conventional T-O-F-C 


1. 


2. 


3. 


An expert driver requires about 6 minutes to 


back a trailer. Scuffed tires are unavoidable. 


With chains, jacks and complicated tie-downs, 
it takes 4 to 6 men another six minutes to secure 


each trailer. 


Heavy investment, heavy operating costs; heavy 


maintenance. 


“Guided Loading” 


1. 


yi 


3. 


Even an unskilled driver can back a trailer on 


in one minute. No tire scuffing. 


No chains; no jacks. With four turns of a crank, 


one man locks trailer to car in seconds. 


Less investment in equipment and terminals. Less 
maintenance; no car floors, jacks, etc. to look 


after or repair. 


And that's not all... 
Additional “Guided Loading” benefits are: 


Pre-selective loading Shock protection 


Better clearances Light-weight equipment 


850 cars will soon be in service on 4 major roads 


PIGGY-BACK Inc. 


70 Pine St., New York 5, N.Y. 
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Combination 
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Only ASF is equipped to design and develop all three types of brakes 











Point by Point... 


check this ASF Brake for safe, economical 


stopping power 


Simple design saves money on maintenance 


All working parts of the ASF-Simplex Rotor Brake 
are easily accessible for quick inspection—without 
removal from the truck. To change shoes, simply re- 
move one pin and lift out head assembly. Shoes are 
riveted type; replacement is easy without special 
tools or fixtures. And, it’s virtually impossible to make 
a mistake when reassembling the head. Just slip in the 
simple pin and cotter, and the brake head is locked 
in place positively and safely. 


Full-floating suspension insulates against shock 


Note the unique mounting of the entire Simplex 
Rotor Brake assembly —100% spring suspended. This 





















































































































































lengthens life of all parts. The spring suspension is 
not “‘short-circuited” by attachment to journal boxes. 
Thus, wheels and axles are easier to remove without 
interference. 


Safe, dependable stopping power... always 


Brake shoes are positively guided to make them par- 
allel with rotor; no binding to cause improper action. 
Power is supplied by rigidly mounted, double-acting 
cylinders. Shoes have extra thickness... adding 
many miles of wear between changes. And, these 
shoes were selected after years of dynamometer test- 
ing as the best composition for uniform torque at all 
speeds and under all weather conditions. 


Proved in tests... proved in service 


The ASF-Simplex Rotor Brake has been subjected to 
exhaustive laboratory and field tests—and proved by 
millions of car miles of service. Nothing has been 
spared in making this brake live up to the high 
standards implied by the name “Simplex.” Pins are 
induction-hardened for maximum wear. . . hardened 
bushings are ground to close tolerances for smooth 
operation. And, the quality of this brake is backed by 
the prompt service that only a multi-million-dollar plant 
investment and a multi-million-dollar parts stock can 
truly produce. 


AMERICAN STEEL FOUNDRIES 





Prudential Plaza, Chicago 1, Illinois 


Canadian Sales: International Equipment Co., Ltd., 
Montreal 1, Quebec 
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KEY TO RAILROAD PROGRESS... ELECTRICAL PIONEERING 
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45 G-E Super Gas Turbine-electrics 
Will Haul Union Pacific Freight Faster 


In 1957 Union Pacific will receive the first of 45 new G-E 
gas turbine-electric locomotives. Delivery of the first unit 
will mark the culmination of 10 years of intensive 
research in the gas turbine-electric locomotive field. 

Union Pacific President Arthur E. Stoddard has said 
of the new locomotives, ‘‘This power will aid our program 
for handling our expanding freight traffic load more 
efficiently. Union Pacific hauls freight’ faster than any 
. this new equipment 
should enable us to do an even better job.” 


other railroad in the world 


These new locomotives are designed to haul freight pay 
loads exceeding 5000 tons throughout the West. They 
will surpass any internally-powered units ever built in 
their ability to haul trains faster. Powered by 8500 hp 
they are geared for top freight speed of 65 mph. They are 


engineered to operate efficiently through a wide and 
rugged range of weather, temperature and terrain. 

Cost of mechanical repairs on these locomotives is 
expected to be considerably less than on diesel-electric 
units of the same train handling capacity. Savings are 
also anticipated in electrical and power plant repairs. 

Union Pacific has pioneered with G.E. in the field of 
gas turbine-electric locomotives. Since 1949 U.P. has 
installed 25 G-E 4500-hp units which each month see 
10,000 miles of service. 

As the nation grows, and as railroads grow, G.E. 
research and engineering will constantly strive to further 
railroad progress. Ask your G-E Apparatus Sales repre- 
sentative for more information, or write Section 135-2, 
Locomotive & Car Equipment Dept., Erie, Pa. 


Progress /s Our Most /mportant Product 


GENERAL @@ ELECTRIC 


LATEST OF 25 General Electric 4500-hp gas turbine-electric 
locomotives currently in service on Union Pacific Railroad. In 
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the past 4 years these units have efficiently handled heavy freight 
service over more than 6 million miles of rugged western terrain. 
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UNION PACIFIC President Arthur E. Stoddard (left) and new G-E gas turbine 


General Manager Guy W. Wilson, of General Electric’s Loco- diagram below 


ng 


motive and Car Equipment Dept., inspect a scale model of the 165 feet 1 
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CONTRIBUTION TO RAILROAD PROSPERITY 


Pa vaTr 


So simplified, so dependable, so economical—it now 











makes the big switch to roller bearing freight practical! 


HYATT has built over 30,000 roller bearing journal 
boxes for freight cars of 17 major railroads—plus more 
than 125,000 boxes for passenger cars and diesel loco- 
motives. And every one has time-tested straight cylin- 
drical rollers, like the HYATTS on the revolutionary 
new General Motors Aerotrains! 

Now from this matchless experience comes the cylin- 
drical-roller HYATT Hy-Roll—the low-cost, low- 


upkeep roller bearing for freight. The unit that is 





practical for sweeping conversions which will save 
railroads millions annually in costly inspection, lubri- 


cation and hotbox delays! 


Now is the time to beat non-rail competition with 
faster non-stop freight service rolling on HYATT 
Hy-Rolls. Remember, tomorrow’s profits depend on 
foresight today—call your HYATT Sales Engineer or 
write for further details now! Hyatt Bearings Division, 


General Motors Corporation, Harrison, New Jersey. 


EVERY ROLLER BEARING IN THE 
GM AEROTRAIN WAS PRODUCED BY 
THE MAKERS OF THE HYATT HY-ROLL 





ONE BEARING FITS BOTH! 


With the addition of a simple wedge 
or saddle, the HYATT Hy-Roll fits both 
pedestal and integral trucks. 


MORE HYATT ROLLER BEARINGS ARI i USE ON 
AMERICAN RAILROADS THAN ANY 





THE KERSHAW BALLAST REGULATOR, 
SCARIFIER AND PLOW (New Model 2FWG) 
Now Comes Equipped With the Following 
Additional Features: 


* Modified V-type ible plow on rear of machine, 
plete with hydraulic raising and lowering mech- 
anism as standard equipment. Controls are mounted 

in cab within easy reach of operator 


New automatic, centralized lubricating system. This 
system is a push-button type and lubricates 47 
points, including the four main drive chains. 








A new four-wheel hydraulic brake system, complete 
with vacuum booster kits. 


Front windshield i led plete with two elec- 
tric windshield wipers and blades. 





Ballast toe line marker now on outside edge of each 
ballast regulator wing. Marker is adjustable to be 
retracted if not used, or adjusted to any desired 
depth. 


New type 2'4 inch axle and 2' inch demountable 
hub assembly 


Engine hour meter installed on dashboord so regu- 
lar maintenance cycles may be meintained on 
machi: 


Redesigned jack-shaft assembly changed to a 2's 
inch shaft, complete with two 2' inch double roller 
bearings. These bearings are the same bearings 
thet are mounted on the axles of the machine. 





THE KERSHAW JACK-ALL (New Model GB) 
Now Comes Equipped With the Following 
Additional Features: 


* A heavier, more substantial main frame. 


* Mounted level board or pendulum level for more 
accurate cross leveling of track 
Stee! tubing is used for hydraulic lines with flexible 
connections te prevent breakage due te vibration. 


Safer, faster side set-off assembly with side set-off 
wheels installed on main frame 


Electric starter for air-cooled engine 

Free wheeling te prevent locking of wheels wher 
hydraulic valves ore neutralized 

Foot brake and brake lever for locking brakes wher 
machine is perked 

Self-propelled 


Twin tamping feet mounted on each side to tamp 
two ties simul ly. ® ble to enable 
tamping of only one tie when desired. Each with 
hydraulic control and operated by reciprocating 
hydraulic ram 





One-Man Operated 


Automatic, self-adjusting rail dogs which engage 
rail as jacking begins 
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IMPORTANT NEW FEATURES 
LATEST KERSHAW MODELS 


THE KERSHAW TRACK BROOM (New 
Model I1FBE) Now Comes Equipped With the 
Following Additional Features: 


* Continental Model F-226 engine giving an increase 
in horsepower to 63 hp. The new engine incor- 
porates a special adapter flange for direct coupling 
of the hydraulic pumps to one side of the front of 
the engine 


Redesigned steel cable brush to reduce cable break- 
age ond to facilitate maintenance of brush wheel 
A new type cable clamp mechanism also has been 
included so that cables may be replaced in a mini- 
mum of time by loosening only one bolt and nut 


Generally redesigned machine making the unit o 
more stable and sub ial hi Redesigning 
includes many minor improvements as well ar 
added power te each working mechanism 





Four-wheel hydraulic brakes with vacuum booster 
Sixteen inch cast steel demountable wheels. 


Change in operator's position for better visibility 
and more comfort. 

Seamless steel hydraulic tubing has replaced some 
hydraulic hose blies to reduce maintenance 
required on hydraulic system 








Small canopy te protect operator from bad weather 


Conti imp in our prod — that's another of the progressive policies we're proud 


of at Kershaw Manuf: ing Company ... When you, America’s railroad men, suggest ANY im- 
in ANY Kersh hine — any imp or addition which will enable you to do a 


better track maintenance job — our h and engi ing department goes to work immediotely. 
. . « These new Kershaw models incorporate many of your suggestions We're proud to present 
them to you 














Now... more than ever... 


Recognize This Symbol 
MANUFACTURING CO. ixc 


of leadership ,. . 


MONTGOMERY 
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Amazing moisture resistance of Anaconda’s Type AB butyl high-voltage insulation helps reduce failure due to moisture. 


When you can't keep cable out of moisture 
New insulation keeps moisture out of cable 


Exceptional moisture resistance is provided by Anaconda Type AB butyl insulation. 





25 
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inch 


| Butyl ond 
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7 Doys 


14 Doys 


28 Days 


RESULTS OF mechanical moisture absorption test 


show Type AB retains good moisture resistance even 


after aging. 


Where rubber-type cable is installed 
in underground ducts or buried 
directly in the earth, the moisture- 
resistance properties of the insulation 
are vitally important. 

Latest facts show Anaconda’s Type 
AB butyl high-voltage insulation 
absorbs far less moisture than indus- 
try standards permit. For the 
mechanical moisture absorption test, 
the industry has regarded 15 milli- 
grams increase in weight per square 
inch of exposed surface, after 7 days’ 
immersion at 70C, as a criterion for 
satisfactory moisture resistance. Type 


AB easily meets that requirement 
in fact, typical results show it ab- 
sorbs less than 7.2 mg. in 7 days. 
New Engineering Bulletin EB-27 
gives you full details on performance 
of Type AB insulation in 15 Industry 
Specification tests. Ask the Man from 
Anaconda for your copy. Or write: 
Anaconda Wire & Cable Company, 
25 Broadway, New York 4, N. Y. 

56206 
i 


° Get all the facts on 
* Anaconda butyl. Write today — 


ask tHe man rrom AANACONDA 


—PIONEER IN BUTYL INSULATION 





Send for catalog on the F-M Motor Cars that fit 
your maintenance and inspection needs. 

Each catalog contains the complete information 
you need when considering rail car 

purchases for this year. 


















design 
advantages = 
model 530 
pal fol Mice 
watt MODEL 53D [|_| 
features Double-duty performer 
that is full-sized standard 
section car and yet light 
Pe enough for minimum crew 
2AIRBANK3- OR33 to handle easily, safely. 
aes | 
detailed MODEL 55 |_| 
,] specifications ae SAR Rugged and powerful car that 
: accommodates up to a six-man 
4 section crew and equipment. 
Low center of gravity. 
Enclosed seat sides. 
FAIRBANKS-MORSE ; 
complete MODEL 101 |_ 
a Safest inspection car on the rails 
accessories today. Four forward speeds, 


immediate reverse, 
four-wheel brakes, wheel silencers 


MOTOR CAR and low lifting weight. 








Check the models you want complete information on, tear out 
this page and send to: Fairbanks, Morse & Co., Chicago 5, lilinois. 








@ FarRBANKS-MORSE 


@ name worth remembering when you want the BEST 





RAIL CARS & RAILROAD EQUIPMENT + DIESEL LOCOMOTIVES & ENGINES + ELECTRICAL MACHINERY + PUMPS + SCALES » WATER SERVICE EQUIPMENT » MAGNETOS 
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Fast, inexpensive reliet 









































low-cost 
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old cars 
better 





SPRING PACKING CORPORATION 








than new 





from the Car Shortage 


At a cost so low it should easily come 
within present operating budgets, 
you can transform old cars into 
top-revenue carriers with permanent 
new Espey Carliner. 


It goes on over splintered, but sound 
wood floors and lining—over cracks, 
gouges, oil spots—forms an inseparable 
lamination much stronger than wood. 
Seams, joints, and corners are sealed 
... Warping and separation prevented. 


C3 





Your shippers get what they want and 
need— good-looking, moisture-free, 
vermin-proof cars, completely safe 

for edible lading. 


Ease of application, effectiveness 
in use, and increased car-earnings 
have all been demonstrated on many 
major roads. Espey Carliner surface- 
armor will serve you as nothing else 
can. Write for facts, today. 


For over 36 years 


332 S. Michigan Avenue, Chicago 4, Illinois 
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The pride of the Central... 
protected by SINCLAIR! 


Exclusive use of Sinclair GAscoN® Diesel Lubricating Oil by the New York Central’s 
new Aerotrain is proud proof of Sinclair dependability. Lightweight, low-cost, high-speed 
and ultra-modern, the Aerotrain on its initial run rounded curves at 10 to 15 miles an 
hour faster than regular practice — sliced more than an hour from the Central’s usual 





schedule between Chicago and Detroit. 


Sinclair is proud of being called upon to lubricate and fuel the newest contender for 


rail supremacy ... proud, too, that it has kept pace with the rapid strides of railroad 


development. 


SINCLAIR RAILROAD LUBRICANTS 


Sinclair Refining Company, Railway Sales, 600 Fifth Avenue, New York 20, N. Y. * Chicago + St. Louis * Houston 


a 
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EXIDE-IRONCLAD BATTERIES 


railway carlighting and air conditioning 


BATTERY FOR RAILWAY CARLIGHTING AND AIR 
CONDITIONING. Model EHL. Tubular construction of 
positive plate especially important in preventing 
ler constant vibration. 
e high peak 


Alloy “A” 


Reaching down deep into 
every Exide-Ironclad Bat- 
tery are the fingers of 
Silvium alloy metal which 
form the grids of the fa- 
mous Exide-Ironclad posi- 
tive plates. 

Silvium is a special alloy developed 
by Exide to resist corrosion and thus 
prolong battery life. For proof, Exide 
research engineers compared the per- 
formance of an Ironclad Silvium grid 
side by side with ordinary grids of other 
lead alloys. As the photographs above 
show, only Silvium came through the 
test without damaging corrosion—undi- 
minished in size, unimpaired in strength. 
The other grids showed from moderate 
to severe corrosion. 

Tests have proved that Silvium is not 
only more resistant to corrosion, but 
also a better conductor of electricity. 


Hence it both prolongs battery life and 
—because there’s less internal battery 
resistance—more readily permits heavy 
drafts of power. 

This special material is only one of 
the many exclusive features which have 
made Exide-Ironclad Batteries world 
famous for high capacity and long life. 
When you order batteries for heavy duty 
applications, or the equipment requiring 
such batteries, be sure to specify Exide- 
Ironclad. Write for detailed bulletin. 
Exide Industrial Division, The Electric 
Storage Battery Company, Phila. 2, Pa. 


Exide 
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( Advertisement) 





Greater reliance on competition in rates among the different types of carriers, subject always 
to essential safeguards of ICC regulation, would make for more efficient use of our transporta- 


tion plant, and more economical service for all of us. This key recommendation in the report of 


Three outstanding facts about transportation in the 
United States today are: 

1. that “within the short span of one generation this 

country has witnessed a transportation revolution” ; 
2. that “during this same period, government has 
failed to keep pace with this change”; and 

3. that “in many respects, government policy at pres- 

ent prevents, or severely limits, the realization of 
the most economical use of our transportation 
plant.” 

These statements are not mine. They are from a 
report made by a special committee of Cabinet officers 
and other high ranking government officials established 
by President Eisenhower in July, 1954. The report, 
made public by the White House in April, 1955, was 
unanimous, being concurred in by all seven of the Cabi- 
net-level officers who composed the Committee.’ 

The key recommendation of the Cabinet Committee 
is that in today’s competitive transportation world, where 
the user has his choice of many means of carriage, 
greater reliance should be placed on competition in pric- 
ing as among the various modes of transport. This is 
what the Committee regards as the “cornerstone” of a 
modern system of regulation designed to bring about 
a more effective use of our transportation resources. 


Regulation, Yes, But Not Allocation 


As matters now stand, one of the principal tests applied 
by the Interstate Commerce Commission in its control 
over rate competition among the different types of car- 
riers is the concept that the government’s power to regu- 
late rates should be used to see that each form of trans- 
portation gets what the Commission deems to be its 
“fair share” of the available traffic. 

Thus, when the railroads proposed to reduce rates 
upon tank-car movements of petroleum products in 
California and Oregon as a means of regaining some of 
the traffic which had been lost to barges and trucks, 
the Interstate Commerce Commission found that the pro- 

1 Revision of Federal Transportation Policy: A Report to the Presidnt, 
April, 1955. U.S. Government Printing Office, Washington, pp. iv, 20. Mem 
bers of the Committee are Sinclair Weeks, Secretary of Commerce, Chair- 
man; Charles E. Wilson, Secretary of Defense; and Arthur S. Flemming, 
Director, Office of Defense Mobilization, and, as Ad Hoc Participating 
Members, George M, Humphrey, Secretary of the Treasury; Arthur E. Sum- 
merfield, Postmaster General; Erza Taft Benson, Secretary of Agriculture; 
and Rowland E. Hughes, Director, Bureau of the Budget. The report and 
recommendations of the Committee are unanimous. 
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a special Cabinet-level Advisory Committee named by the President is here discussed by Mr. Faricy. 


THE RIGHT TO COMPETE 


Cornerstone of Modern Transportation Regulation 


by WILLIAM T. FARICY 


President, Association of American Railroads 





posed rates, while yielding revenues which would “con- 
tribute substantially to the overhead burden and profits,” 
should nevertheless be rejected because they were lower 
than the cost to the shipper of using the competing 
barge-truck routes and thus “lower than is necessary 
fairly to meet the competition.” Moreover, from the 
Oregon points, the ICC ordered the rates cancelled be- 
cause they would “affect adversely the maintenance of 
competitive motor-carrier transportation.” 

For like reasons, the Commission has refused to allow 
railroads to make competitive reductions which they 
have proposed in rates on sugar from ocean ports to 
Cincinnati and Louisville, on tinplate from Alabama to 
New Orleans, on petroleum products from Whiting, 
Indiana, to Illinois points, on coffee from Los Angeles 
and San Francisco Bay points to Northern Utah and 
Idaho, on magazines from Philadelphia and Darby, 
Pennsylvania, to Texas, on sulphur from Texas to Wis- 
consin, on scrap rail from Gulf ports to Chicago and on 
aluminum articles from Texas to Illinois and Iowa 
to name a few other instances. 

Such a policy of attempting to allocate business among 
the different types of carriers requires, in effect, that one 
form of transportation hold an “umbrella” over the 
rates and traffic of its competitors by another form of 
carriage. But if one form of transportation, because of 
its inherent nature, is able to move a given commodity 
between given points at a lower rate than competing 
forms, to do so at a profit, and to do so without discrimi- 
nating against other shippers. then why should not the 
low-cost carrier have the business and why should not 
the public have the saving? 

That, in essence. is what the Cabinet Committee’s re- 
port proposes—namely. that the law should make it clear 
its power of rate regulation neither the 


that through 
Interstate Commerce Commission, nor any other govern- 
mental body. should undertake to allocate and divide 
business among the different types of carriers. The 
position of the Cabinet Committee is that “the market”- 

competitive pricing along with competitive service—can 
do this job better than it can be done by any sort of 


government allocation. 
Essential Rate-Making Standards Maintained 


In taking this position, the Presidential Committee 
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did not recommend, and no one contemplates, doing 
away with the power of the Interstate Commerce Com- 
mission to regulate rates. Rates would still have to be 
published in tariffs filed by the carriers with the Inter- 
state Commerce Commission, as they now are, and still 
would have to be adhered to as published. Rates still 
would not go into effect ordinarily until 30 days after 
filing, and there still would be opportunity for shippers 
or other carriers to protest or for the Commission to 
act on its own motion. 

The Commission would still have responsibility and 
power to see that rates are neither unreasonably high 
nor unreasonably low—a principal test being that they 
shall be compensatory to the carrier proposing them— 
and that they do not unjustly prefer or discriminate 
against any person, any community, or any region. But 
within these limitations, the recommendations of the 
Presidential Committee contemplate that competitive 
pricing, as well as competition in service, should prevail. 

Such a result could be accomplished by a simple 
change in the statutory standards to be applied in deter- 
mining whether a proposed rate is lower than a reason- 
able minimum, without affecting the other standards 
presently applied by the Interstate Commerce Commis- 
sion. The essential standards would continue as they 
now are except that in determining whether a proposed 
rate would be less than a reasonable minimum the Com- 
mission shall not consider its effect upon the traffic of 
any other mode of transportation, nor its relation to the 
charges of any other mode, nor whether it is lower than 
necessary to meet the competition of any other mode of 
transportation. Such a proviso would make it perfectly 
clear that the Interstate Commerce Commission is not 
expected to undertake an artificial and arbitrary appor- 
tionment or distribution of traffic among the several 
forms of transport. 

With traffic distributed in accordance with the natural 
capabilities and advantages of each kind of carrier, a 
better balanced development of our national transporta- 
tion plant would follow. In such a development, each 
mode of surface transport—rail, highway and water— 
would take its proper place and part, performing those 
services which it can do better and more economically 
than the other modes, with both rates and service always 
taken into consideration. And the public, the users of 
transportation, would get the benefit. 

This sound idea, so thoroughly in accord with the 
customs, the traditions and the thinking of the American 
people, has been met with bitter objection from spokes- 
men for some of the trucks—principally the heavy high- 
way freight haulers—and some of the inland waterway 
barge carriers. 

They have objected to the composition and the pro- 
cedures of the Cabinet Committee and the working group, 
or staff, by whom it was assisted. Attempts have been 
made to create an impression that the working group 
gave consideration to the views of the railroad industry 
alone, but the fact is that other groups also submitted 
their views and that representatives of the trucking 
industry submitted written recommendations and also 
discussed them with the chairman of the group. The 
insinuation that the seven high government officials who 
concurred in its unanimous recommendations, and also 
the group of highly qualified and disinterested private 
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citizens who did the preliminary staff work, listened only 
to railroad representations is simply not true. 


The “Monopoly” Bugaboo 


According to assertions of trucking spokesmen, this 
recommendation for greater freedom of competition be- 
tween different modes of transportation would turn 
transportation back to a state of “cutthroat competition” 
said to have existed before 1887, when the original Act 
to Regulate Commerce was passed. 

There isn’t a chance of a return to the conditions of 
1887, either in the physical facts of transportation or 
the legal terms under which the business is conducted. 

In 1887, the only effective competition was that among 
railroads. Since then, billions of dollars have been spent 
on building and improving waterways, and the water- 
ways are here and will remain. Many more billions 
have been spent on improved highways, and the high- 
ways are here and will remain. These waterways and 
highways are used by tens of thousands of common and 
contract carriers by water and by motor vehicle. They 
are also open to the use of anyone who wishes to move 
his own goods in his own vehicle and vast tonnages are 
so moved. Indeed, nearly two-thirds of all intercity 
freight traffic on the highways and more than nine-tenths 
of inland waterway traffic is either of this character or 
is otherwise exempt from interstate regulation as to 
rates. The mere physical facts as to the extent of trans- 
portatign facilities in this country, and the variety of 
their ownership and use, make any chance of general 
monopoly in transportation too remote to deserve con- 
sideration. 

From the standpoint of the laws, there has been an 
equally striking change. Prior to 1887 rates could be 
made in secret. Now rates are required to be published, 
with due public notice, and must be adhered to as pub- 
lished. Prior to 1887, there was no statutory prohibition 
against discriminations or preferences in rates. Now, 
rates of regulated carriers cannot discriminate against 
one shipper, or commodity, or community, or region, 
and cannot prefer another. 

There is no recommendation in the Cabinet Commit- 
tee’s report which would depart from these requirements. 
Adoption of the Committee’s report would not authorize 
the making of secret rates. It would not do away with 
the requirements of public notice and of adherence to 
the published rate. It would not permit the making of 
rates which are either discriminatory or preferential. 
And the Interstate Commerce Commission would have 
power to enforce these principles, as well as to prohibit 
rates which are either unreasonably low or unreasonably 
high. 

No, with competition what it is and the laws what 
they are—and what they will remain if greater freedom 
of competition in pricing as among the different modes 
of transportation is adopted—there is no possibility that 
a transportation monopoly could be created or sustained. 


No Below-Cost Rates 
But motor and water carriers assert that to permit 


greater freedom in the making of competitive rates would 
enable the railroads to destroy highway and waterway 
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competition. It must always be remembered, however, 
that under the Cabinet Committee’s recommendation, 
as well as under present law, railroads could not make 
below-cost rates. If it be true, as claimed by spokesmen 
for trucks and barges, that they could not continue to 
exist in the face of competitive rates which are com- 
pensatory and non-discriminatory, then it would follow 
that trucks and barges often would have no proper place 
in the transportation system and would exist only 
because the railroads are restrained from meeting their 
competition. 

Such an assertion is, of course, absurd. In trans- 
porting many kinds of freight, trucks and barges have 
advantages in service or cost or both. The report con- 
templates that trucks and barges should have complete 
opportunity to give full force and effect to their com- 
petitive advantages whenever they exist—the same oppor- 
tunity, in fact, as is proposed for the railroads. 

Another assertion of opponents of the recommenda- 
tion, equally baseless, is that greater freedom in com- 
petitive rate-making would burden shippers of so-called 
non-competitive or “railbound” traffic. The assertion 
has repeatedly been made that if rail rates on competitive 
traffic are reduced it would be necessary for non-com- 
petitive traffic to pay higher rates to offiset the revenue 
losses. 


Rates x Volume — Revenue 


Such assertions rest on a completely erroneous pre- 
mise, namely, that lower competitive rail rates would 
reduce rail revenues. Railroad revenues are the product 
of two factors, rates and volume. The only motive or 
purpose the railroads would have in publishing reduced 
competitive rates would be to attract enough increased 
volume to more than offset the reduction in rates, and 
thus to produce greater net revenue. 

Such competitive rates, it should be borne in mind, 
would be required to be compensatory as well as non- 
discriminatory so that instead of hurting non-competi- 
tive traffic, they would benefit it by reducing the share 
of the necessary fixed overhead expense the non-com- 
petitive traffic is called upon to bear. What the shippers 
of non-competitive traffic have real reason to fear is 
that competitive traffic will continue to be drained from 
the railroads, thus increasing the burden of overhead 
and fixed expense which will have to be borne by the 
traffic remaining on the rails. 

How this works in practice was well stated by the 

Interstate Commerce Commission as follows: 
“It is a well-established and generally recognized rule 
that if additional business can be taken on at rates 
which will contribute at least a little in addition to the 
actual out-of-pocket expense, the carrier will be advan- 
taged to that extent and all its patrons will be benefited. 
to the extent to which such traffic contributes to the net 
revenue.” 
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The Competitive Principle 


The competitive spirit has been the driving force of 
progress in America; the competitive principle is the 
very foundation of our national economy. That greater 
reliance should be placed on this principle in the de- 
termination of rates as among the several kinds of 
carriers—always subject to the continuing limitations of 
essential ICC regulation outlined above—is the heart of 
the Cabinet Committee’s recommendations. 

While spokesmen for trucking and barge interests ob- 
ject to the principle, it has received the endorsement 
of such major organizations of users of transportation 
as the American Farm Bureau Federation, the National 
Grange, the Chamber of Commerce of the United States, 
and the National Industrial Traffic League, which is the 
major nation-wide organization of men who, as shippers, 
deal daily with the practical problems of rate making 
and regulation. 

What this experienced body of transportation experts, 

who use the services of every kind of carrier and are con- 
cerned only with maximum transportation efficiency, has 
to say on the subject is particularly in point. On Novem- 
ber 23, 1955, the League approved amendment of Sec- 
tion 15a(2) of the Interstate Commerce Act by adding 
the following proviso to the considerations to be taken 
into account by the Interstate Commerce Commission in 
“the exercise of its power to prescribe just and reason- 
able rates” : 
“Provided, however, that in determining a minimum 
rate the commission shall not consider the effect of such 
rate on the traffic of any other mode of transportation, 
the relation of such rate to the rate of any other mode 
of transportation, or whether such rate is lower than 
necessary to meet the competition of any other mode of 
transportation.” 

Without going into any of the technical details in- 

volved, President Eisenhower, in his message on the 
state of the Union submitted to the Congress on Janu- 
ary 5, 1956, had this to say: 
“In my message last year, I referred to the appoint- 
ment of an advisory committee to appraise and report 
to me on the deficiencies as well as the effectiveness of 
existing Federal transportation policies. I have com- 
mended the fundamental purposes and objectives of the 
committee’s report. I earnestly recommend that the 
Congress give prompt attention to the committee’s 
proposals.” 

Fundamental among these proposals is that to allow 
greater freedom in pricing among the different types of 
transportation. Under such conditions, with each user of 
transportation free to choose the type of carriage which 
best meets his needs for any particular task, the trans- 
portation needs of the nation as a whole would be met 
with maximum efficiency and at minimum cost—and 
the producer, the shipper. the consuming public and the 
national defense all would benefit. 











We shall be glad to send additional copies of “The Right to Compete: Cornerstone of Modern 
Transportation Regulation” to those who request them. Address: Association of American Rail- 


roads, 740 Transportation Building, Washington 6, D. C. 
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Conventional Freight Car 


Truck with Long Travel ee ce 
_ AAR, All-Coil-Spring 
Group and Unit Snubber. : 


{See illustration below *) 
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Modern High-Speed 
Freight-Car Truck 


with NEW HOLLAND RS-1 
RIDE STABILIZER ( ‘ 
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From the Old to the New 
with minimum interruption of rail traffic! 


Interesting examples of how American Bridge handles 
difficult bridge modernization jobs— 


This Change-over took only 7'2 hours! 


The replacement of the Pennsylvania Railroad’s 
old bridge across the Allegheny River at Warren, 
Pa., with a modern structure involved the erection 
of three double-track thru truss spans 154’-6” long 
on falsework adjacent to the existing piers, and 
simultaneously rolling the old structure off these 
piers onto similar falsework, and the 2,200-ton steel 
superstructure into position on the original piers. 
The amazing transposition was completed, and the 
new bridge opened for trains after a traffic interrup- 
tion of only 714 hours! 


The replacement of the Illinois Central’s 61-year 
old busy main line bridge over the Ohio River at 
Cairo, Illinois, with a modern 12-span structure is 
another fine example of American Bridge work- 
manship and timing. The first span of the old 9- 
span bridge was rolled off its piers onto temporary 
falsework, and the new 518-ft., 1,700-ton span 
moved into position and opened to service after a 
traffic interruption of only 20 hours. The old span 
was launched like a ship into the river 100 feet be- 
low for easy removal. The same procedure was 
followed span by span until the entire bridge was 
completed. 


x 


450-foot bridge put into service in 31 hours! 


The replacement of the Gulf, Mobile and Ohio 
Railroad Company’s bridge over the Warrior River 
at Tuscaloosa, Alabama, involved the erection of 
the new 450-foot bridge (consisting of a 275’ anchor 
span, a 58’-4” cantilever arm, and a 116’-8” semi 
suspended span) on the original piers, and the re 
moval of the old bridge. The new bridge was erected 
on barges and floated into a temporary position on 
pier extensions alongside the old structure. The 
old bridge was then moved off and the new bridge 
rolled onto the existing piers. The change-over was 
accomplished with a traffic interruption of only 
31 hours! 


AMERICAN BRIDGE DIVISION, UNITED STATES STEEL CORPORATION, GENERAL OFFICES: 525 WILLIAM PENN PLACE, PITTSBURGH, PA 
Contracting Offices in: AMBRIDGE - ATLANTA - BALTIMORE + BIRMINGHAM + BOSTON ~- CHICAGO + CINCINNATI - CLEVELAND - DALLAS - DENVER + DETROIT - ELMIRA 
GARY + HOUSTON - LOS ANGELES + MEMPHIS «+ MINNEAPOLIS - NEW YORK - ORANGE, TEXAS - PHILADELPHIA + PITTSBURGH + PORTLAND ORE 
ROANOKE + ST. LOUIS + SAN FRANCISCO + TRENTON . UNITED STATES STEEL EXPORT COMPANY, NEW YORK 


AMERICAN BRIDGE 


INTERESTING MOTION PICTURES AVAILABLE—“Building for the Nations” and “The Suspension Bridge,” two entertaining and 
educational films, are now available without charge to business, fraternal, and civic organizations, churches, schools 
and colleges. Write to Pittsburgh office for bookings. 
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TODAY AND TOMORROW 


The Exty off the Weald 


America’s Railroads are the envy of the world. In no other 
country are so many passengers and so much freight, moved 
as quickly, safely, economically ...as in the U.S.A. One million 
tons of freight move a mile every minute, twenty-four hours a 
day — at an average cost of 11/2¢ for each ton moved per mile. 





This amazing performance is largely due to continuing technical 
improvements carried on by railroads. This technical improve- 
ment will continue to keep American Railroads in the forefront 
next year — next century. 


Working together with railroad operating and mechanical offi- 
cers, S&0SF is playing an important part in constantly improv- 
ing rail movement...making U.S.A. railroads “the envy of 
the world.” SSF axle journal bearings for passenger cars, 
freight cars, and locomotives, and SS traction motor and 
generator bearings are some of the reasons railroads are able 
to bring you such splendid service for so little. 


To Railroads, as with American Industry, SSF ’s engineer- 
ing service, experience and production facilities will keep 
0s the symbol of better bearings for Industry. ie 
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BALL AND ROLLER BEARINGS 


SKF INDUSTRIES, INC., PHILADELPHIA 32, PA., 


‘manufacturers of SKF and HESS-BRIGHT® bearings. 
© 1955 SKF industries, Inc, 
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WELL CARED FOR—FROM 


While boarding a train, have you ever stopped to admire the 
bright sheen of its painted surfaces and its sparkling clear 
windows? As you enter the car, spotless carpeting and clean 
rest rooms greet you. Here’s well-cared-for equipment to lend 
comfort, convenience and confidence. Move up front to the 
diesel. Here again, cleanliness is very much in evidence. 
Everything from small electrical parts to filters and engine 
exteriors has been thoroughly cleaned. Chances are that the 
railroad is served by Dearborn. 


But that’s only part of the story. 


Dearborn NO-OX-IDs keep rails, bridges, turnouts and 
crossings in safe operating condition. Other Dearborn prod- 
ucts, such as cleaners, detergents, pressure cleaning systems, 
de-ionizing and Zeolite plants, and cooling water treatments 
for diesels, help to maintain “on time” operating schedules. 


Dearborn is proud of its long record of service to America’s 
railroads—a record that has made Dearborn a leader in its 
field for nearly 70 years. 


QDearborwn 
SERVING AMERICA'S RAILROADS SINCE 1887 
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COUPLER TO COUPLER 


DEARBORN RAILROAD SERVICES 


NO-OX-ID® RUST PREVENTIVES—to protect metal surfaces 
against damage by corrosion. 

DETERGENTS AND CLEANERS—to keep equipment clean— 
inside and out. 

PRESSURE CLEANING SYSTEMS—to clean locomotives and 
cars—regardless of contour. 

COOLING WATER TREATMENTS—for the protection of diesel 
engine cooling systems. 

DE-IONIZING PLANTS—high purity water helps eliminate 
steam generator failures. 

ZEOLITE PLANTS—to deliver soft water for steam genera- 
tors and cooling systems. 


DETAILED INFORMATION on any or all Dearborn services is 


available to you...just fill out and mail the coupon. 


DEARBORN CHEMICAL COMPANY 
Dept. RA, Merchandise Mart Plaza, Chicago 54, IIL. 
Send information on: 
NO-OX-ID Rust Preventives 
] Dearborn Cooling Water Treatments 
Dearborn Detergents and Cleaners 
Dearborn De-lonizing Plants 
1 Dearborn Zeolite Plants 
Dearborn Pressure Cleaning Systems 


Railroad........... 
Address...... 
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*“Nitric Acid leaking— 
we need help fast.’’ 


A General American District Manager got this message. One 
of his customers was in trouble. A 50,000-gallon tank of con- 
centrated nitric acid had sprung a leak. The acid would be lost 
. .. property would be damaged .. . lives might be endangered. 
Fast action was imperative! 

Nitric acid? That called for stainless steel tank cars. Where 
were the nearest ones? Find them... explain the situation. 
Call the railroad. Have a special train made up. Pick up the 
cars and highball to the trouble spot. Above all, hurry. 

Within hours, the GATX stainless steel cars were at the 
plant, the acid was transferred to the cars and the storage 
tank repaired with a minimum of loss. 

Unusual? Of course... but unusual service is one of the 
many benefits offered to lessees of GATX tank cars. There are 
over 48,000 cars in the GATX fleet... over 200 different 
types... available for your use without capital investment. 
To keep this fleet rolling, General American maintains a 
nation-wide network of district offices and shops that provide 
service on a 24-hour basis. That’s why, when it comes to 
dependability, it pays to plan with General American. 




















GENERAL AMERICAN TRANSPORTATION CORPORATION 


135 South La Salle Street - Chicago 90, Illinois 
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Lace Curtains and 
The Maintenance Man 


Many railway maintenance-of-way officers can 
probably find a parallel between their lot and that 
of the housewife in this story: 

A businessman made it a practice to give his 
wife a very small allowance each week for house- 
hold expenses. After a long period of time, and 
by practicing the most stringent economy, she was 
able to save, penny by penny, an amount sufficient 
to buy lace curtains for the kitchen window. When 
the husband saw the curtains he concluded the 
allowance was too generous, and thereupon put a 
reduction into effect. 

The parallel is by no means exact, but it's 
there. Railroad management, controlling the purse 
strings, allots money to the maintenance-of-way 
department for the upkeep of the property. On 
the basis of the bare facts given in the story of 
the tight-fisted husband, it would not be unkind to 
suggest that perhaps he was expecting too much of 
his wife. A logical question, then, is this: What 
should railroad management reasonably expect of 
the maintenance-of-way department in the way of 
economies in property maintenance? 

The dilemma that has faced maintenance of- 
ficers because of increased wages and material costs 
is common knowledge. Not so well known perhaps 
—or appreciated—is the bold and resourceful man- 
ner in which they, in general, are dealing with the 
problem of rising costs. More progress in me- 
chanizing track-maintenance operations has been 
made in the last decade than occurred in the half 
century prior to that time. 

Adoption of mass-production techniques in 
carrying out major track-repair operations, and 
the need for making the most of these techniques, 
has brought into common’ use such terms as 
“cycle maintenance” and the “detour system.” 
(nd, along with these advances in work methods, 
has come equally important progress in the de- 
velopment of means for prolonging the life of 
materials and of building more durability into 
track line and surface. 

What has been the result of all these advances? 
The answer depends on the measuring stick used— 
man-hours or dollars. For example, in terms of 
man-hours the cost of renewing a crosstie with 
machinery is only a fraction of what it was in the 
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days when only hand methods were used. But in 
terms of dollars the cost of replacing an old tie 
with a new one has remained relatively unaffected. 
The same thing has happened with respect to many 
other track-maintenance tasks. The explanation 
lies, of course, in the fact that increases in wage 
rates have tended to offset the man-hour savings 
produced by the use of labor-saving equipment. 

It is this simple fact that explains why total 
maintenance-of-way expenditures have failed to 
decline as work methods have become more efh- 
cient. In fact, it is something of a miracle that 
maintenance men have been able progressively to 
improve efficiency about as fast as wages have gone 
up. If they had not been able to do so, the rail- 
roads would have a serious problem on their hands 
today. 

There are some who believe that the railroads’ 
greatest possibilities for future savings in operating 
expenses lie with the maintenance department. 
Unquestionably, further great strides will be made 
in the development of labor-saving equipment and 
methods. What has been accomplished to date may 
be only the forerunner of greater things to come. 
Yet the rate of progress, great as it is, is barely 
holding its own with rising costs. Is it realistic, 
therefore, to assume that maintenance outlays, in 
terms of the number of dollars expended, can be 
substantially reduced in the future without an 
adverse effect on the condition of the properties? 
Such an expectation would seem to be akin to the 
reasoning of the husband when he reduced an 
already skimpy allowance for household expenses. 

The fact is that the increasing efficiency of the 
maintenance forces is providing management with 
the opportunity, not just to preserve the present 
condition of the properties, but to overcome de- 
ferred maintenance and to raise construction and 
maintenance standards where they now fall short 
of requirements in one way or another. The first 
step in making the most of this opportunity wouid 
be for individual railroads to determine what is 
necessary in the way of materials and labor to 
maintain the property to an adequate standard. 
The next step would be to set up long-range main- 
tenance programs based on these needs and with 
the avowed purpose of eliminating the disrupting 
influence of month-to-month fluctuations in main 
tenance allotments. 

Maintenance men 
for such frills as are symbolized by lace curtains. 
But it might help if they were to be given assut 
ance that at least a fraction of their hard-won sav- 
ings would be turned back to them for use in 
strengthening the properties. 


have no need or desire 





Why the Pennsylvania 


Having weighed advantages and disadvantages of the prac- 


tice, this road finds results in service satisfactory, but main- 


tains a consistent testing program to 


performance 


Despite the disapproval of the loco- 


motive builders, the Pennsylvania 


heavy-duty lubricating oils 


mixes 
ised on road diesels. This practice 
was adopted following success with 
the practice of indiscriminately mix- 


ing straight mineral oils, obtained 
from several suppliers, in engines in 
zas-electric switchers, diesel tug 
boats, and yard switchers. 

An analysis of the factors entering 
into this decision, and of the road’s 
operating diesels in 


forth by M. A. 


engineer of tests, 


experience in 
this way, was set 
Pinney, the road’s 
at a recent meeting in Dallas of the 
Diesel Club. 


In reporting on the Pennsylvania’s 


Southwestern Railway 


experience, Mr. Pinney made it 
clear that he was not trving to con- 
vince other railroads that they should 


He did 


urge each road to examine the prac- 


mix diesel lubricating oils. 


tice in the light of its own operating 
conditions. The following paragraphs 
are abstracted and condensed from 
Mr. Pinney’s paper. 
The Pennsylvania’s  gas-electric 
switchers, diesel tug boats, and the 
early diesel switchers and road loco- 
motives all were operated on mix- 
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tures of straight mineral oils. These 


oils were purchased under a specifi- 
cation and oils from several suppliers 
were purchased and indiscriminately 
mixed. 

Early 
electric switchers and tugs had indi- 
cated that mixing straight mineral 
In the lat- 
severe lacquering 


experience with the gas- 


oils was a safe practice. 
< 
< 


ter part of 194 
of pistons and other parts of some 


) 
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road locomotive engines was found 
and it was decided to change over to 
heavy-duty type lubricating oil on 
these road units. Yard locomotives 
have continued to use mixed straight 
mineral oils. 
The decision to use heavy-duty 
oils presented the Pennsylvania with 


guarantee engine 


Cost a major factor 


another should these 


heavy-duty oils be mixed? The road 


problem 


passenger and road freight units are, 
with a few exceptions, operated in 
a pool over the entire system. In 
1948 practically all running mainte- 
nance was done either at Harrisburg, 
Pa., or at Enola—just across the 
river from Harrisburg. From here 
locomotives operated over the entire 
system and might return only for 
semimonthly work. This 
the units to get maximum mileage 
and traffic was handled with a mini- 


permitted 


mum of locomotives. 

It not not desired to give up this 
flexibility in dispatching power. And 
yet flexibility would have to be sacri- 
ficed unless only one type of oil was 
used on the system, unless every ter- 
minal stocked all types of lubricating 
oil, or unless the oils could be mixed. 


Reducing costs 

The multiple handling facilities 
needed to stock several types of oil at 
each terminal were considered too 
expensive and impractical. The PRR 
was reluctant to be dependent on a 
single source for its lubricating oil. 
between oil suppliers 
In addition, 


Competition 
could reduce oil costs. 
several suppliers scattered around 
the system could reduce transporta- 
tion costs by eliminating long hauls 
from a single source. With several 
refiners along the Pennsy, it was de- 
sirable to distribute business among 
these shippers when their prices were 
competitive. 

In the face of disapproval by the 
locomotive builders, the PRR began 
mixing its heavy-duty oils. Mixing 
began at the time that additive oils 
went into use—both under the im- 
petus of the lacquering problem. 

A compatibility test was developed 
and was run on those oils’ which had 
the acceptance of one or more of 


the diesel engine builders, or which 
were widely used by railroads. This 
test was to determine the possibility 
of sludging and involved mixing and 
heating the oils, then running pen- 
tane precipitation tests. Four oils 
were originally selected and tested, 
and these were the oils which first 
went into use. 

\ similar laboratory compatibility 
test is still run on oils which are 
offered for approval. In addition a 
road test is run on each such oil to 
determine its effectiveness and life. 
The test covers 75.000 miles of road 
service without oil change and with 
no mixing of make-up oil. 

Tests are run in the engines on 
both EMD and Baldwin road freight 
units. Two measured new power 
assemblies are applied to each test 
engine and at the completion of 
75,000 miles, the test assemblies are 
removed for measurement and evalu- 
ation of deposits. On EMD engines 
the wear measurements are made of 
cylinder liners, top compression ring, 
thrust washer, piston pin, piston pin 
bushing, connecting rod _ sleeve, 
crankshaft bearing shell, and crank- 
shaft journal. Similar measurements 
are made on the Baldwin assemblies. 
Deposits are evaluated from build-up 
on piston skirts and above the top 
ring, ring lands and grooves, rings, 
liners, and from sludge. 

Tests have shown that wear values 
obtained with both pool (mixed) oil, 
and with refortified oil 
are about the same as those obtained 
with any individual oil. The Pennsy 
plant 


reclaimed 


operates an oil reclamation 
where’ drained 
brought for re-refining and treatment 
with additives to restore it for heavy- 


crankcase oil is 


duty service in road engines. 

Wear limits set up for the road 
service test have been exceeded as 
frequently by individual oils as for 
the pool or mixed oil. The reclaimed 
oil test showed less wear than results 
from any test with individual oil. In 
rating cleanliness, pool oil shows 
about the same build-up, and any 
sludging which might occur has 
never been detrimental. 

Another test was run which has per- 
mitted comparison of wear rates and 
deposit build-up between an engine 


using pool oil changed at the regular 
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intervals, one using an individual 
oil changed at about the same fre- 
quency, and one using the same in- 
dividual oil run on extended mileage. 
Three EMD F7 units were the prov- 
ing ground. 

For about two years these three 
units operated as a single locomotive. 
At the conclusion of the test, exam- 
ination little difference in 
wear rates between any of the en- 
gines. The one unit operated with- 
out regular oil change did show ex- 


showed 


cessive build-up on piston skirts, de- 
veloped stuck rings, and had oil sys- 
tem sludge deposits. Laboratory 
testing showed higher amounts of 
insolubles and of oxidized oil prod- 
ucts. 

Negative Approach 

The Pennsylvania approach to 
heavy-duty lubricating oil mixing is 
not a positive one of combining cer- 
tain oils in some predetermined pro- 
portions. It is a negative one in 
which no effort is made to avoid 
mixing. As Mr. Pinney explained it, 
“Our purchasing agent for the last 
quarter of 1955 may have bought oil 
\ for one of our terminals and for 
the first quarter of 1956 he may 
again buy oil A for this terminal. 
The oil in this storage tank is then 
essentially oil A during the first 
quarter of 1956. 

“On the other hand, for another 
terminal he may have bought oil B 
during the last quarter of 1955 and 
be buying oil C during the first quar- 
ter of 1956. The oil in this storage 
tank during the first quarter of 1956 
(at least during the early part of the 
quarter) is a mixture of oils B and 
C. If a locomotive has make-up oil 
added to its engine at the first ter- 
minal, in addition to the brand of 
oil which may already be in the 
crankcase, say oil X, it has added 
thereto oil A. If it then moves to 
the second terminal it will have 
added a mixture of oil B and C. and 
the oil in the crankcase then becomes 
a mixture of oils X, A, B. and C.” 

In summarizing the actual operat- 
ing experiences, Mr. Pinney said, 
“First we have not yet experienced 
a condition which has led us to be- 
lieve we are making a mistake to 
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Mixes Engine Lubricants 


mix lubricating oils. There are 
probably some oils which, if used 
exclusively, would give us slightly 
lower wear rates than we experience 
with pool oil. 

“We consider the problems inci- 
dent to using only one or two such 
oils do not justify their use, although 
it is always possible we may change 
our thinking on this. However, at 
the present, the problems of trans- 
portation, avoiding mixing, distribu- 
tion of our business, and competi- 
tion in purchasing point toward our 
continuing our present policy of mix- 
ing oils. 

“Secondly we have experienced on 
three occasions conditions which 
made us glad that we were mixing 
oils. You can all remember three 
epidemics of engine troubles result- 
ing from lubricating oil deficiencies. 
| These silver 
wrist pin bushings, cracking of EMD 
pistons due to excessive carbon 
build-up in the heat dam, and cor- 
rosion of copper-lead bearing metal 


were corrosion of 


in crankshaft bearings. | 

“We were using oils which were 
blamed for these troubles at the time 
they occurred. We _ experienced 
none of the epidemics experienced 
by other roads that used individual 
oils. I believe this to be due to the 
fact we seldom had a crankcase with 
more than 50 per cent of the oil caus- 
mentioned 


ing one of the above 


troubles . . . . We did not even 





a 


INDISCRIMINATE 











AN mixture of 


engine 
equipment and tests showed good results. 


change oil in our EMD engines, ex- 
cept when due for regular periodic 
change, and did not experience these 
failures. 


Possible Drawbacks 


“On the opposite side of the ledger 
there is the fact that should we ex- 
perience any major troubles, we 
could not hold any oil supplier re- 
sponsible. . . . It is very difficult to 
run down which oil may be con- 
tributing to an undesirable condi- 
tion. 

“Another disadvantage of mixing 
oils is that chemical and spectro- 
graphic analyses become more diff- 
cult to interpret. When samples of 
new oil of some of the oils on our 
approved list were analyzed, they 
showed varying amounts of silicon, 
aluminum and other wear 
. . The use of pen- 


silver, 
metals present. 
tane insolubles as a check on oil oxi- 
dation and the use of ‘neut’ numbers 
to check oil conditions are not ap- 
plic able to mixed oils “i on With a 
single oil you almost always have a 
uniform base from which to work. 
.. . With mixed oils, the base level 
of some wear elements or chemical 
checks will vary depending upon the 
oils in the mixture. However, we 
have, through experience in handling 
our pool oil, been able to overcome 
these difficulties and make satisfac- 
tory interpretations.” 





lubricants was used in this type 

















FA luminum is raining icceplance 


as a material for crossbuck signs. 
Manufacturers and users say it is 
more economical in the long run 


rossbuck. 


than the traditional wood 


Reasons: Maintenance costs are low- 
er no painting required and it 
has a longer service life. Also it is 
said to have the additional advan- 
lage ot hei 1g an ideal hase for 

now 1 





HIGH-VACUUM press permanently 
welds the reflective sheeting and black 
letters to the aluminum blades. 
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ILLUMINATED by lights of approaching cars the signs 
provide a warning of danger both day and night. (Hori- 








hance the visibility of all types of 
signs, 

Among the companies which are 
furnishing aluminum backing ma- 
terial for this purpose is the Kaiser 
Aluminum & Chemical Corp. This 
company has developed an extruded 
aluminum section consisting of a 
blade 9 in. wide and 0.018 in. thick. 
backed with ribs °4 
in. thick. The smooth face of the 


section provides the necessary sur- 


in. deep and 1K 





TEMPLATE folds over the blade and 
insures the proper positioning of the 
non-reflective lettering. 
















zontal streaks were caused by lights of passing train.) 
Photos below were taken in the Milwaukee sign shop. 


Aluminum for Better Crossbucks 


face for mounting the reflective 
sheets while the ribbed back gives 
rigidity. This material is available 
in precut lengths, usually 4 or 6 ft 
long, as desired by the road using 
them. The blades are available either 
with or without the reflective mater- 
ial applied. 

\ number of roads, including the 
B&O, Santa Fe, C&NW. Rock Island 
and Milwaukee. are fabricating these 
signs in their own shops. 





JIG holds extruded aluminum blade 
during application of Scotchlite re- 
flective sheeting material. 
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PROGRESS | IN ENGINEERING 


Program 





G. M. O’Rourke 
President, AREA 


A sizeable proportion of the 3,000- 
odd members of the American Rail- 
way Engineering Association will 
congregate at the Palmer House, Chi- 
cago, this week. The occasion will be 
the association’s fifty-fifth annual 
meeting, scheduled to convene Tues- 
day, March 13. Presiding this year 
as president will be George M. 
O’Rourke, assistant engineer main- 
tenance of way of the IC. 

Again this year the reports of the 
association’s 23 technical commit- 
tees will be supplemented by 15 spe- 
cial addresses or other features in 
the form of motion pictures, lantern- 
slide presentations, or panel discus- 
sions. The two panels included in the 
1955 program proved so popular 
that two are planned for this year, 
one on crossties and the other on 
how to attract engineering gradu- 
ates into railroad service. 

Something new has been added 
this year—a preconvention motion 
picture theater. In the absence of 
an exhibit, and for the benefit of 
association members who may arrive 
in Chicago Monday, March 12, a 
series of interesting and educational 
films will be shown that day in the 
exhibit hall of the Palmer House, 
beginning at 9:00 a. m. and con- 
tinuing all day, except for a break 
at lunch time. 
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of AREA Convention 


» TUESDAY, MARCH 13 


MORNING SESSION—9:30 to 12:00—GRAND BALLROOM 


Address of G. M. O'Rourke, president 

Report of executive secretary and treasurer 

Greetings from the Signal Section and Electrical Section, AAR 

Address—“’Fair Treatment for All,” by R. G. May, vice-president, Operations 
and Maintenance Department, AAR, supplemented by new AAR film 

Address—“’Building People,” by H. C. Marmad:ke, consultant 

Address—“Engineering for Mobility,” by Lt. Gen. S. D. Sturgis, chief of engi- 
neers, Department of the Army 


AFTERNOON SESSION—2:00 to 5:00—GRAND BALLROOM 


Reports of Committees 

Contract Forms; Records and Accounts; Yards and Terminals: Southern 
Railway film “Via Sevier”; Address—Electronic Weighing of Cars 
in Motion,” by V. C. Kennedy, president, Streeter-Amet Compeny 

Economics of Railway Location and Operation 

Waterways and Harbors: Address—Summary of report by AAR Calu- 
met-Sag Committee opposing Calumet-Sag Navigaticn Project, by A. L. 
Sams, office engineer, Illinois Central 

Highways: Address—Transportation, an American Institution,” by H. H. Hale, 
assistant to vice-president—highway transportation, AAR 


> WEDNESDAY, MARCH 14 


MORNING SESSION—9:00 to 12:00—RED LACQUER ROOM 


Reports of Committees 

Water, Oil and Santitation Services 

Cooperative Relations with Universities 
Panel discussion on “How Can the Railroads Attract and Hold an 
Adequate Number of Qualified Engineering Graduates in Competition 
with Other Industries?” 

Wood Bridges and Trestles: Address—Development of Working Stresses 
for Glued, Laminated Lumber,” by Alan D. Freas, engineer, Division 
of Physics and Engineering, Forest Products Laboratory, U. S. Depart- 
ment of Agriculture; and Address—‘Application of Working Stresses 
in Glued, Laminated Lumber,” by Frank J. Hanrohan, executive vice- 
president, American Institute of Timber Construction, Washington, D. C. 

Clearances, Impact and Bridge Stresses, and Masonry 

Iron and Steel Structures: Slide presentation, showing recent flood 
damage to bridges, with commentary by W. R. Wilson, assistant engi- 
neer, Bridge Department, AT&SF 


ASSOCIATION LUNCHEON—12 NOON—GRAND BALLROOM 


Announcement of results of election of officers 
Address by Wayne A. Johnston, president, Illinois Central 


AFTERNOON SESSION—2:30 to 5.20—RED LACQUER ROOM 


Reports of Committees 

Waterproofing; Wood Preservation; Buildings: Address—"’Painting of Frame 
Buildings,” by Don F. Laughnman, technologist, Forest Products Labora- 
tory, U. S. Department of Agriculture 

Maintenance-of-Way Work Equipment 

Economics of Railway Labor: Address—‘Better Human Relationships 
as a Key to Improving Maintenance of Way Work,” by W. E. Cornell, 
engineer of track, Nickel Plate 

Special Committee on Continuous Welded Rail: Motion Picture, “Welded 
Rail on the Santa Fe,’ with commentary by R. H. Beeder, assistant 
chief engineer system, AT&SF 


& THURSDAY, MARCH 15 


MORNING SESSION—9:00 to 12:30—GRAND BALLROOM 


Reports of Committees 

Ties: Panel discussion on crossties 

Track: Address—“Highlights of Work of Committee 5—Track,” by C. J 
Geyer, retired vice-president—construction and maintenance, C&O 

Roadway and Ballast: Address—‘Landslides and Their Significance to 
Engineers,” by Edwin B. Eckel, head of the Engineering Geology 
Branch, U. S. Geological Survey 

Rail 

Closing Business and Installation of Officers 
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PROGRESS 


At the AAR Research Center 
G. M. Magee, the author, inspects 


equipment and testing processes 


with his associates 


IN PRACTICE 





> 








With Randon Ferguson, electrical engineer, at brush oscil- 
lograph for use in making riding-comfort tests on light- 
weight passenger trains... 


What a Researcher Dreams About 


Written Exclusively for Railway Age 


BY G. M. MAGEE 
Director of Engineering Research 
Association of American Railroads 

Research is a powerful force lead- 
ing to the development of improved 
materials, devices and practices for 
railroad use. Most railroad men are 
familiar, in at least a general way, 
with the accomplishments of railroad 


nstead of reviewing past research, 
or of describing research now un- 
derway, I am going to do a little 
dreaming about what lies ahead in 
track and structures research. This 
will, of course, be my dream. How- 
ever, I am sure that you have dreams, 
too, and perhaps out of all these may 
some constructive develop- 
ments, some practical means of im- 


come 


proving our track and bridge struc- 
tures to provide a smoother and 
safer rolling way for our trains with 
longer life for materials and less 
maintenance labor with reduced 
maintenance costs. 

Rail is the primary component in 
our rolling way. It receives the wheel 
load and transmits it to the track or 


research to date in the track and 
structures field. But what about the 
future? What major undertakings 
can be expected, and what is likely 
to come out of them? Here are the 
answers as seen by the industry’s top 
authority on research in the railway 
engineering and maintenance field. 


to the structure. I do not foresee any 
substantial change in the cross-sec- 
tion design of the rail. It is fune- 
tional for the purpose it serves. In 
my opinion the present 115, 132, and 
140-lb RE designs are ideally pro- 
portioned for use in jointed track. 
Considering continuous welded 
rail, there is some merit in increas- 
ing the depth of head to give more 
area for wear and to permit periodic 
grinding to smooth the running sur- 
face from corrugations, light wheel 
burns and flow during the longer 
life that may be anticipated for 
welded rail in its first main-line lo- 
cation. However, all evidence that 
we have indicates the head depths 
of the 115, 132 and 140 RE sections 


are adequate. This is a matter of 
judgment, but it is my judgment 
that there is no need to redesign 
rail sections for use with continuous 


welded rail. 
Fatigue Problem Solved 


Potential 
metallurgy, however, are very in- 
triguing. Wheel pressures 
and the internal shearing stresses and 
resulting therefrom 


improvements in rail 
bearing 
direct stresses 
are a problem from the standpoint 
of the development of fatigue fail- 
ures, of which shelling and detailed 
fractures from shelling are typical 
examples. 

We know too little about the fa- 
tigue strength of steel. Why will steel 
withstand a given stress for thou- 
sands of repetitions and yet develop 
failure if that same stress is repeated 
a million times or more? There is 
evidence to indicate that the elements 
of which steel is composed have the 
capacity to withstand many times 
greater stress than that to which it 
is subjected in its use as rail, if we 
but knew how to utilize that capacity. 
I believe that physicists, in their 
further study and understanding of 


March 12, 1956 RAILWAY AGE 














Examining ballast to be used in oscillator test. Other man 
is G. L. Hinueber, assistant research engineer roadway .. . 


the molecular binding forces, elec- 
trons, neutrons and protons, will de- 
velop steel having much greater fa- 
tigue strength than does the steel 
of which the rail is now composed. 

This is no reflection upon our 
present rail steel or upon its manu- 
facturers. Rail steel has excellent 
quality considering its cost and our 
present knowledge of the art of manu- 
facture, and in my opinion the manu- 
facturers are doing an_ excellent 
quality-control job. However, the 
hope for further improvement in the 
metallurgy of rail steel is part of my 
dream of things to come. 

The present batch method of mak- 
ing steel heats, ingots and rails is a 
cumbersome process. Another dream 
of what’s ahead, and quite probably 
not too far ahead, is a continuous 
melting furnace with subsequent cast- 
ing and rolling of the rail in a con- 
tinuous ribbon. 

Of tremendous value in such a 
process would be the elimination of 
the finely dispersed slag streaks which 
are an intrinsic part of our present 
rail steel due to its method of manu- 
facture and freezing in the ingots. 
Perhaps the realization of this dream 
will also take care of the question of 
rail length which is now such an 
important subject to us. 

Immediately ahead we must, of 
course, explore the possibilities of 
apparent advantages in high-silicon 
rail. We must determine its recep- 
tivity to welding, either for the pur- 
pose of joining rails into continuous 
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lengths or of building up battered 
rail ends, and to heat treatment of 
the rail ends. 

We know, of course, that without 
heat treatment we are not utilizing 
all of the capacities in the elements 
of our present rail steel. Another 
dream ahead is the development of a 
continuous process of heat treating 
rail as it comes from the rolls. It is 
believed that reduction in carbon, 
as would be possible with heat treat- 
ment, would obviate the need for 
control cooling to eliminate shatter 
cracks and that the rolled rail, while 
still hot as it comes from the rolls, 
could be immediately passed through 
a continuous water spray, adjusted 
to control warping, and thereupon 
moved slowly through a continuous 
furnace for drawing. 

Research to develop the possibili- 
ties of continuous casting of rail and 
the heat treatment of rail involves 
millions of dollars. In my opinion 
the end well justifies this expense 
and I see both of these processes in 
the dream of what’s ahead. 


Plastic Crossties 


We come next to ties. What I want 
to say about ties I would not like to 
have construed in any sense as a re- 
flection on the presently used treated 
wood crosstie, which I think is doing 
a wonderful job. Nevertheless the 
treated wood crosstie has certain dis- 
advantages. 

We are, of course, exploring every 



































. - . Examines machine for making tests of bolted con- 
nections of sway bracing for timber trestles .. . 


means to improve the performance of 
the treated wood tie, and that re- 
search is unquestionably justified. 
Nevertheless in our dream of what 
the future has in store for us we 
must recognize that, in dealing with 
wood as a material from which the 
tie is made, we are faced with one 
situation over which we have had 
no control, the growth of the wood. 
It is entirely possible to control 
the growth of the tree, and in fact 
inject chemicals in the growing tree 
that would improve its characteris- 
tics for use as a tie. However, this 
does not appear practical because of 
the many years required for the tree 
to develop from a seedling to the 
size required for crosstie cutting. 
What other materials can we con- 
sider for the manufacture of ties, 
materials over which we can exert 


control during the manufacturing 
process? In my opinion neither steel 


nor concrete possess the inherent 
qualities required in a material for 
the perfect crosstie. What properties 
do we require in such a material? 
These include compressive and flex- 
ural strength; resistance to oil, wa- 
ter, various fungi, and brine; sound 
absorbing and electrical insulation 
properties; frictional resistance with 
the ballast; light weight and economy 
in first cost. 

Plastics are now available that 
have all of these requisites except 
moderate cost. My dream includes a 
vision of some research chemist de- 
veloping a means of transforming 





in Rail 


Advances in metallurgy to produce rails 
having greater fatigue strength with fewer 
failures due to shelling and related ills 

Development of a continuous melting fur 
nace permitting manufacture of rail in con- 
tinuous lengths 

Development of a continuous process of 
heat-treating rail ot the mill using lower 
carbon steel, no control cooling and obtain- 


ing improved properties 


HERE’S WHAT MR. MAGEE SEES AHEAD 


. in Crossties 


Plastics have all the physical properties 
required by a material for crossties. If cost 
problems can be solved, plastics can be used 
in design of a tie based on engineering con- 
sideration. 

But immediate problem is to concentrate 
on the matter of getting most out of the 
treated wood crosstie by protecting it from 
checking and splitting, tie-plate cutting, and 
other types of mechanical damage. 


. in Ballast 


Development of a ballast material that 
will provide a cohesive mass in contrast to 
the loose-particle section now used. Ballast 
of this type would prevent the passage of 
water to the subgrade. Also, there would 
be no voids to be filled by dirt and other 
loose material. 

Track constructed with such ballast would 
be surfaced by raising the ties and pump- 
ing a material under them. 





scme of our more abundant ma- 
terials into a plastic, which may be 
utilized in the design of an economi- 
cal crosstie, competitive with the 
price of the treated wood tie. 

In this development we must not 
overlook the fact that the design of 
the present wood tie is based partly 
upon practical considerations. It is 
cut from a grown tree and there is 
no particular advantage in using 
other than a uniform cross section 
throughout its length, because the 
salvage value of any material re- 
moved would not justify the cost of 
its removal. 

Furthermore, the present wood tie 
cross section is dictated in size by a 
center-bound bearing condition which 
produces a bending moment at the 
center of the tie approximately four 
times the moment that would be de- 
veloped under the rail with a normal 
condition of ballast support. In shap- 
ing a tie from a synthetic material 
the most efficient engineering design 
can be utilized, and I do not be- 
lieve it necessary to design the tie 
for a center-bound track condition. 
It is entirely possible to eliminate 
the necessity for this by the shape 
of the ballast section and selection 
of the type of ballast material. 

I envision a design corresponding 
somewhat to the trough section of 
the steel tie used abroad, and the 
provision of a canted rail seat and 
restraining shoulders on the tie it- 
self, with perhaps clamps similar to 
the GEO construction for securing 
the rail to the tie, thus dispensing 
with the need for tie plates and 
anchorage. 

As for the immediate future we 
concentrate 


certainly must 


means of getting the most out of 


upon 


the treated wood tie with respect to 
methods of seasoning and treatment 
to control splitting, checking and de- 
cay; and the use of means to con- 
trol tie-plate cutting, such as the 
strengthening of the wood under the 
tie-plate area, and the use of tie 
pads, special plate fastenings and 
efficient designs of tie plates. 


Different Kind of Ballast 


Ballast is a component of our track 
structure upon which far too little 
research has been done. I think this 
is due to the fact that one of the 
prime requisites in selection of bal- 
last has been the availability of a 
reasonably satisfactory material. 
Nevertheless, we 
whether the present ballast, utilizing 
loose pieces and particles of a dur- 
able material, is the ideal material 


should inquire 


for the purpose. 

Recognizing the desirability of a 
dry subgrade it does not seem logical 
to provide for the passage of water 
to the subgrade. It would be far more 
desirable to intercept this water on 
the surface of the ballast section and 
drain it away so that it is not per- 
mitted to reach the subgrade at all. 
A further advantage of such a bal- 
last section would be to prevent dirt 
and other substances from penetrat- 
ing into and filling the voids in the 
ballast particles. As a result of this 
condition a pocket forms around each 
tie, producing an erosion of the bot- 
tom of the tie in conjunction with a 
sloppy track appearance. 

I believe. therefore, that our bal- 
last section should be a cohesive 
mass and that ties should not be 
tamped, disturbing the already com- 
pacted tie bed. Instead the void be- 


tween the compacted tie bed and the 
underside of the tie, formed by 
raising the rail to the desired eleva- 
tion, should be filled by pumping. 

With the synthetic tie of uniform 
life expectancy it would be my hope 
that rail and ties would be replaced 
out-of-face eliminating the necessity 
and expense for spot renewals. For- 
getting our dream for a moment, we 
must in the meantime learn what we 
can and take the fullest advantage of 
the loose-particle ballast system. I 
am sure that important economies 
can be realized from further study 
of particle material and shape to 
provide greatest resistance to move- 
ment and of particle gradation to 
obtain a dense and stable supporting 
structure for the ties with greatest 
resistance to penetration from the 
subgrade soils. 


No Desire for a Nightmare 


Some may wonder why our dream 
does not include an entirely new 
design of the track structure. I do 
not want this dream to become a 
nightmare, as | think it well might 
if an entirely different design of 
track structures were envisioned. In 
the first place, I believe that the 
present T-rail, cross-tie and ballast 
structure is functional and efficient. 
Also, practical considerations _ in- 
volved in maintaining an uninter- 
rupted rolling way for millions of 
freight and passenger cars, in my 
opinion, obviates any extreme de- 
parture from our present track struc- 
ture. 

Roadbed stabilization has offered 
one of the most attractive fields of 
research in the improvement of the 
track structure. Much has been ac- 


March 12, 1956 RAILWAY AGE 





FOR 


RAILWAY ENGINEERING MEN... 


. . « in Vegetation Control 


Objective is to have a right-of-way growth 
attractive in appearance to patrons and not 
objectionable from standpoint of railway 
operation. 

Much progress has been made in use of 
chemicals and oils, but more is needed. 
Objectives may be realized through control 
by chemicals or by use of mild radio-active 
substances. Use of a cohesive ballast would 
prevent growth of weeds in the track section. 


. in Bridges 


More extensive use for structures built of 
concrete with prestressed or poststressed res- 
inforcement. 

Greater use of all-welded construction for 
steel bridges because it gives better utiliza- 
tion of steel, more efficient joint construction, 
and places no limitation on the attractive- 
ness of the design. 

Use of structural elements with outer sur- 
faces of corrosion-resistant alloys. 


. in Railroading Generally 


Research will make an important contri- 
bution to the building of a dynamic rail- 
way transportation system in which track 
and structures will become an important 
component. 

This system will perform a transportation 
service to the traveling and shipping public 
which cannot be surpassed or even equalled 
by any other mode of transportation with 
respect to economy, comfort and safety. 





complished, but we certainly have 
only scratched the surface of what 
can be done and will be done in the 
future. Practical considerations rule 
out the complete removal of fills and 
then replacement with selected soils. 

Nevertheless, there are possibili- 
ties for dealing with our present 
heterogeneous supporting structures 
to stabilize them, including mechani- 
cal compaction, chemical treatment, 
and electromosis, which give good 
reason for hope that ultimately a 
stable roadbed, with very little re- 
maining headaches from slides, sub- 
sidence, heaves and slippage, will 
be attained. I believe we could profit- 
ably do a great deal more research 
on soil control. 

Control of the vegetation on the 
right of way and on the roadbed is 
a maintenance chore that costs the 
railways a lot of money. Much 
progress has been made and is being 
made in the use of chemicals and oils 
for the control of vegetation. Never- 
theless, we need to know a great deal 
more than we now do. 

Vegetation growth in the ballast 
section would be controlled by the 
cohesive mass previously mentioned. 
Insofar as the right of way is con- 
cerned our objective is to have a 
right-of-way growth attractive in ap- 
pearance to our passengers and not 
objectionable from the standpoint of 
railway operation. 

There is some advantage in main- 
taining vegetation native to the area, 
providing it is not objectionable in 
any respect to the railways or ad- 
joining property owners. A right of 
way completely denuded of vegeta- 
tion certainly would not be very 
attractive. It does not seem impos- 
sible, through further study of plant 
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growth and nutrient requirements, to 
accomplish our objectives by chemi- 
cal control or perhaps even by the 
use of mild radioactive substances. 


All-Welded Bridges 


Most railroad bridge structures 
now have a relatively long life and 
we should have to look many years 
ahead to envision any radical and 
extensive changes in structures as a 
whole. Concrete offers the intrinsic 
advantages of resistance to corrosion 
and elimination of the cost of main- 
tenance painting. It readily lends 
itself to attractive designs and, with 
the use of prestressed or poststressed 
reinforcement, it can much more 
effectively resist flexure than ordi- 
nary reinforced concrete. It seems 
certain in the dream ahead that a 
large portion of railway structures 
will be of concrete. 

Steel is also an excellent material 
for bridge construction. I anticipate 
that far more use wil! be made of 
all-welded structures than is the 
present practice. Labor cost for weld- 
ing is the principal deterrent now. 
Nevertheless, all-welded construction 
offers possibilities for more efficient 
utilization of more efficient 
joint construction and almost no 
limitations upon the attractiveness of 
the design. It offers advantages in 
cleaning and painting and in main- 
tenance cost for replacing loose 
rivets or bolts. I believe that, with 
increased knowledge of welding tech- 
niques, strength of the welds, and 
utilization of automatic welding pro- 
cedures, all-welded construction of 
new bridges will be the general 
practice. 

Corrosion and painting costs are 


steel, 


two important disadvantages of steel 
bridges. Corrosion resistant steels are 
at present too expensive for bridge 
construction. However, it does not 
seem too far-fetched in our dream to 
envision the production of structural 
elements with the outer surfaces of 
corrosion-resistant alloys at a price 
within the economic range. 
Fabrication by welding with a cor- 
rosion-resisting weld deposit would 
effectively 
and_ the 


control corrosion loss 


need for painting and 
cleaning. 

Thus, in the dream ahead, as [ 
see it, track and structures become 
an important component in a dy- 
namic railway transportation system. 
I believe this system will perform a 
service to the traveling and shipping 
public which cannot be surpassed or 
even equalled by any other mode of 
transportation in economy, comfort, 
safety and reliability. 

Research will make an important 
contribution to the building of the 
kind of transportation system I have 
in mind. I am especially gratified 
with the addition of the third build- 
ing to the AAR’s Research Center 
at Chicago this year. It will be de- 
voted primarily to track and struc- 
tures research. 

Although the potential of the Re- 
very com- 
pared to the vast research potential 
from 


search Center is small 


of all the supply industries 
which the railways benefit, I believe 
that it can serve a most important 
function in stimulating and directing 
research activity on the part of sup- 
ply companies to produce what the 
railways need in order to provide 
the revitalized railway transportation 
system I envision in the dream of 
what lies ahead. 


49 





PROGRESS | IN 


PRACTICE 


Straight Line, 


CHICAGO TO KANSAS CITY... 


Sustained maximum train speeds are primary objective of 


huge line-improvement program the Burlington has under 


way between these cities 


O peration Topspeed! This is an 
appropriate label for the Burlington’s 
program of line improvement be- 
tween Chicago and Kansas City. The 
objective is to make it possible for 
trains to operate at top speeds for 
long distances, thus insuring the 
road’s ability to meet, and possibly 
exceed, the best competitive sched- 
ules. both rail and truck, between the 
two terminals. 

The work is taking place within 
the 203-mile segment of line between 
Galesburg, IIl., and Brookfield, Mo. 
The remainder of the line—from 
Chicago to Galesburg and from 


Brookfield to Kansas City*—already 


*Operation between Brookfield and Kansas City 
is over the ‘Centennial Cutoff,”’ now called the 
“Kansas City Short Cut,’ construction of which 
was described in Railway Age Feb. 9, 1953. 


meets the standards required for 
operation at maximum speed. 

The improved line will be com- 
pletely equipped with automatic block 
signaling or CTC, as is the present 
line. The maximum curvature will 
generally not exceed 1 deg and the 
maximum grade, except for short 
stretches of velocity grade, will not 
exceed 0.8 per cent. On single-track 
sections of the line, cuts will have 
a base of 50 ft and will have side 
slopes of 1% to 1. Fills will have 
slopes of 2 to 1 and a minimum top 
width of 26 ft, which will be in- 
creased 1 ft for each 15 ft of 
height. Bridges-‘will be rated at 
Cooper’s E-72 loading. Track will be 
laid on 6 in. of crushed limestone 
subballast topped with 12 in. of 
crushed slag. Rail will be 129-lb and 
112-lb TR sections. 


The major features of the work 
are line relocations to reduce or 
eliminate curvature, filling of short 
sags to establish more uniform 
grades, widening cuts and strength- 
ening fills. The work was started in 
1946 and is being pushed forward 
as fast as funds are made available. 
In selecting individual projects pre- 
ference is given to those that will 
add the greatest mileage to the dis- 
tances over which the maximum 
allowable speeds may be sustained. 

To date line-improvement work 
has been carried out at 20 locations 
varying in length from % to 30 
miles. As a result there has been a 
net reduction in curvature equal to 
660 deg of central angle and an 
incidental reduction in distance of 
1.5 miles. As a result about 80 per 
cent of the mileage between Gales- 
burg and Brookfield now meets the 
standards established for the line. 


Method of Location 


The method used for locating line 
changes follows, with some modifica- 
tions, the practices used in construct- 
ing the “Centennial Cutoff” (Rail- 
way Age, July 15, 1950). Copies of 
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Faster 


AERIAL PHOTOGRAPH illustrates method used to plot 
line changes directly on 40-in. by 40-in. sheets of cellulose- 
acetate film to scale of 1 in. to 400 ft. This has eliminated 
necessity of field reconnaisance and permits running the 
established center line in the field directly from the plotted 
location. 





Se oe ee a ae al wii Minna 





RIPPERS are used to loosen compacted material in bottom of cuts. 


Service ... 


U. S. Department of Agriculture 
aerial photographs are enlarged and 
printed directly on sheets of cellu- 
lose-acetate film to a scale of 1 in. to 
400 ft. These films are in sections 
40 in. square. Locations of line 
changes are plotted in pencil directly 
on the matte surface of the film. This 
practice eliminates extensive field re- 
connaissance. After the final loca- : 
tion is established, the center line is CONTRACTORS on job are using large fleets of grading equipment, includ- 
run out in the field and tied to land ing tractor-drawn scrapers. 
“ : lines and permanent landmarks. 
Grade lines are established from 
levels taken during projection of the 
center line in the field. Drainage 
areas, except for those which extend 
beyond the limits of the aerial photo- 
graphs, are established directly from * . 
the photographs. Information as to 
land lines, right of way, bridges and 
road crossings, is tied in from the 
field notes of the final location and 
plotted on the acetate film in pencil. 
Black and white prints made from 
the film provide right-of-way maps. 
Considerable relocation is through 
country that is heavily timbered, re- 
quiring extensive clearing operations 








tee 





before actual grading can be started. ef ade é , Gen. ae 
The work completed to date has ve WAGON DRILLS powered by air compressors are used to drill blast holes for 
volved approximately 3 million cubic loosening rock in the few locations where it is encountered. 
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LOOSENED ROCK is loaded in trucks by cranes equipped with clamshell buckets (background). 


STRAIGHT LINE, FASTER SERVICE... 


yards ot grading, all done under con- 
tract. 

Grading for the line-relocation and 
the sag-removal projects has been 
done on a unit-cost basis, while that 
for cut and embankment widening 
has been contracted on an equipment- 
rental basis. A vast array of heavy 
grading equipment of all classes is 
being used by the contractors, in- 
cluding crawler tractors, bulldozers, 
patrol 
sheep’s foot rollers and wagon drills. 


graders, scrapers, rippers, 

Embankments are placed in layers 
and thoroughly compacted with 
sheep’s foot rollers and the action of 
the grading equipment. The fill mate- 
rial is carefully selected and comes 
generally from adjacent cuts, with 
a relatively small amount of borrow. 

Comparatively few large drainage 
structures have been required in the 
work done to date. Three multiple- 
span structures have been built. The 


ae 


PIERS under construction will carry three 103-ft deck- 
plate-girder spans replacing through-truss bridge at left. 


largest of these consists of three 103- 
ft deck-plate-girder spans on concrete 
piers. This structure replaces a 130- 
ft through-truss span and two 60-ft 
deck-plate-girder 
bridge is on a grade line 7 ft higher 
than that of the old bridge and is 
45 ft above the stream bed. 

At another location, an existing 
50-ft deck-plate-girder span, with a 


spans. The new 


single 50-ft wide-flange-beam  ap- 
proach span at either end, was raised 
10 ft in connection with a sag-re- 
moval project. Work on this struc- 
ture was expedited by detouring 
trains over a_ temporary 
trestle built to one side of the per- 
manent structure. 


timber 


Prestressed Concrete Slabs 


The smallest of the three bridges 
is perhaps the most notable. This 
bridge marks the first use on any 


\merican railroad of prestressed pre- 
cast concrete bridge slabs. The bridge 
consists of a 39-ft through-plate- 
girder span over a waterway and two 
concrete-slab approach spans at 
either end. Two prestressed precast 
concrete slabs are included in one 
of the approach spans. These slabs 

‘re fabricated for field tests under 
the direction of the AAR Engineer- 
ing Division. 

Approximately 10,000 lin ft of 
pipe culverts have been _ installed, 
either as new structures in connec- 
tion with the line relocations, or to 
extend existing structures. This total 
includes concrete and corrugated 
metal pipe, Multi-Plate pipe and tun- 
nel liner. The structures vary in di- 
ameter from 24 to 84 in. In addition 
6,500 cu yd of concrete have been 
placed in  concrete-box drainage 
structures which .vary in size up to 
20 ft by 20 ft. 


CONCRETE-BOX type drainage structures have accounted 
for approximately 6,500 cu yd of concrete. 


March 12, 1956 RAILWAY AGE 








MISSOURI! 


TO ST. LouIS NYY 
x 





N To ice 


& MINNEAPOLIS 
WIitSCONSIN 


ages 
; 


a Burlington 
Galesburg 


HLLINOIS 4 
CHICAGO 


f 


IMPROVEMENTS IN SIGNALING 
TERRITORY TYPE OF WORK 
GALESBURG - BUSHNELL AUTOMATIC SIGNALING 

BUSHNELL ~- GOLDEN Ry Ft 

GOLDEN— QUINCY CTC ON EXIST. SIGNALS 
MARK — MACON ; , ; . 
MACON — BROOKFIELD 


STATUS 
COMPLETE 


UNDER CONST. 
FUTURE 








HEAVY LINE indicates territory in which improvements 
are being made. Work includes line relocations to reduced 


curvature, the raising of sags in the grade and the widening 
and strengthening of embankments. 


Construction of one grade separa- 
tion structure has been required to 
date. This is a pile trestle overpass 
which crosses the railroad at a point 
where it is in a cut. 


Signaling and CTC 


To take full 
physical improvements, the Burling- 
ton decided to install automatic sig- 
naling or CTC on the previously 
unprotected 73-mile section between 
Galesburg and Golden, Ill. Now com- 
plete, this work included the installa- 
tion of automatic signaling on the 
double-track section of the line be- 
tween Galesburg and Bushnell, and 
CTC on the single-track from Bush- 
nell to Golden. As part of this work 
control of two interlockings, one at 
Bushnell and the other at Golden, 


advantage of the 


EXISTING drainage structures, such as this stone arch, are 
being extended to accommodate additional fill height. 
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was moved to the dispatcher’s office 
at Galesburg. CTC has also been su- 
perimposed on the existing automatic 
signaling between Golden and 
Quincy, Ill. 

The work of superimposing CTC 
on existing automatic signaling is 
now under way between Mark, Mo. 
(about 6 miles west of Quincy), and 
Macon, about 64 miles. Future plans 
call for the extension of this CTC 
from Macon to Brookfield. This will 
result in continuous CTC from the 
end of double track at Bushnell to 
Kansas City. 


Terminal Moved 


Directly connected with the line- 
improvement work was the recently 
completed relocation of the road’s 
terminal from downtown Quincy to 


West Quin ¥; Mo., across the Missis- 
i Age Jan. 24, 


This change has resulted in 


sippi river (Railway 
1955). 
hour on all 
and 15 


savings of about an 
freight 


lin in the handling of 


through schedules 
passenger 
trains. 

The work described is under the 
veneral direction of E. . 
' Burlington 

assistant 


Brown, 
sineer of the 
lines. H. A. 


has supervision over plan- 


chief e! 
Lind, senior 
engineer, 
ning and construction of the line 
improvement work. F. H. McKenny, 
engineer of track, is in 
charge f the track work. 


and construction of signaling and 


general 


Design 


CTC installations is under the di- 
rection of A. L. Essman, chief signal 
engineer—-system. Bridge work is un- 


the direction of M. L. Johnson, 


PILE TRESTLE under construction to carry highway over 
a relocated section of line in a cut. 
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its service tests, a new spike- 
now in production for early delivery. 
DD4 ial Spike Driver, the unit is 
two spikes, loosely dis- 
r simultaneous driving. 
gnetic positioners attached 
ve set to draw the spikes to 
1 for driving whether they lear 
Hand-set spikes may also be 

rly vertical. 
1 sights over one of the spikes 
nd depresses a hand lever. This 
pneumatic spike drivers which 
When driving is complete, 
lever and an air cylinder 


returns the pneumatic hammers-*and positioners to theit 
normal position. 

On the basis of field tests, the manufacturer recommends 
the following three-man basic spiking crew: One man on 
a spike-distributing carriage; one to operate the Dual Spike 
Driver; and one to operate the air compressor. Either an on- 
track or off-track air compressor may be used. Field tests 
are said to indicate that the three-man crew can distribute 
and drive as many spikes as a gang of 7 to 10 men with 
individual air hammers. 

When standard front heads are substituted for the special 
cut-spike heads on the air hammers the DD4 driver will 
also drive Racor Studs. In this operation, the magnetic 
positioners are removed from the machine since it is re- 
ported that the studs are held sufficiently vertical by the 
prebored holes in the ties. Ramapo Ajax Division, American 
Brake Shoe Company, Chicago. e 





LIGHTWEIGHT SURFACE GRINDER 

The Surf-Rail a lightweight machine for sur- 
face grinding ri ded for such jobs as surfacing 
rail ends built ling, removing mill tolerance, 
leveling croppet sut welded wheel burns and 
removing hum] t hardened rail ends. The unit can be 
oper ited by 

This cu heel grinder said to have excellent aline- 
ment an 


Its direct 


ittention from the operator. 
is enclosed and protected trom 


1 to have a high ratio of stock 


flanged rollers. In operation, 

forth along the rail over the surface 

to be ground. At the same time, it is rocked across the rail 

to provide the proper surface contour. Nordberg Manufac- 
ing Company, Milwaukee, Wis. e 


IMPROVED TIE REMOVER 


An improved Simplex Tie Remover, Model 804A, is essen- 


1 
+] : 


tially a ratchet-lever jacking mechanism with a long toothed 


rack bar which pushes the tie from under the rail. The 


device has been 


the rail instead of on toy 1e result is to provide a more 


improved to permit attaching hooks undet 


direct pushing action with the rack bar remaining hori- 
Length of travel of the 
Remover has a roller at the 


zontal instead of tending to rise. 
rack bar i n. The 1 
end of the rack bar for easy movement along the top of 


the rail when moving between ties. The No. 82 Tie 


Replacer is a companion tool to the Tie Remover. Temple- 
ton, Kenly & Co., Broadview, Ill.e 


MOTOR CAR AND CAB TOP 


The FM Model 101 motor car has been redesigned and 
modified. The car now comes equipped with an 11-hp, 
single-cylinder, two-cycle, water-cooled engine. A steam 
condenser has been supplied as standard equipment. Engine 
shields and seat tops are easily removed to provide quick 
accessibility for engine servicing or adjustment. The car 
can now be equipped with a lightweight, aluminum cab 
top with full-vision, safety-glass windows. Of two-section 
construction, the cab top is available for all current models 
in the motor-car line. Fairbanks, Morse & Co., Chicago. e 
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CABINET DIAL SCALES 


A new line of F-M Floaxial cabinet dial scales has a 
direct-reading dial, a full swivel head, a cage-type central 
column and a controlled-speed daskpot. The direct-reading 
dial makes it possible to utilize drop weights and still read 
the total net weight at the top of the dial indicator. This 
is said to speed up weighing and eliminate many errors 
since it does away with the necessity of adding the weight 
from a drop-weight window to a second weight shown at 
the tip of the dial indicator. The tare asseembly has been 
redesigned. The poises are of rustless metal with open faces 
that leave all graduations fully exposed. A large “V” 
ending in a red tip indicates the weight graduation. A dif- 
ferential mechanism between the cabinet and the head 
permits full 360-deg swiveling of the head. The head can 
be locked in position or left to rotate as desired. 

The complete weighing mechanism is supported by a 
central steel-cage column on a heavy base. All levers are 
supported in this unit with the pendulum mechanism 
fastened to the column top. The cabinet is designed to 
Floaxial 
cabinet dials are equipped with an F-M hydraulic shock 
absorber and oscillation damper that is said to adjust it- 


keep out dirt and other foreign substances. 


self to provide the exact impedence necessary to properly 
counteract any shock coming from the scale platform. The 
drop-weight and locking handles are positioned in a single 
group at the side of the cabinet, to permit locking and 
unlocking the scale and adjustment of the drop weights 
in one operation without leaving the operating position. 
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The drop-weight mechanism cam controlled and avail- 
able with up to nine unit weights. 

These cabinet dial scales are 
total chart capacities from 500 lb by 4-1 
120,000 lb by 20-Ib 

Optional equipment includes the F-M  Printomatic 
weigher which automatically records the correct weight 
on a ticket, roll tape o 
ment for overhead co 


ivailable in 36 models with 


lb graduations to 


double-face dials; equip- 
nection; counting attachments; en- 
iinged sash plus photo cells; Bristol 
recorders; remote-reading equipment; semi-automatic drop 


n 
1 


closed tare bars; deep 


weights; inside movable markers; and air-operated or mer- 
coid switches and accumulating ring. Fairbanks, Morse 


& Co., Chicago. @ 


TAMPING BAR REDESIGNED 


[wo advantages 
for the Jackson | 
ind increased resist 
these new bars are 
ind are welded to 
user to hardface th 
gressed to the point 
restore the original 
facing will be done 
to cut off the old 
bar shank. 

The upper. d 
be used over and 

The tamping bars 
in sizes to accommodate gradations 
as well as all lifts of tra Tackson 
ington, Mich. e 
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HEAVY-DUTY DIAPHRAGM PUMP 


\ new de-watering pump, with a capacity of 5,000 gal 
per hour, is designed for heavy-duty service and is said 
to be capable of handling mud, muck and sand. Of the 
diaphragm type, this Model 20DP3 pump weighs 120 Ib. It 
is powered by a Homelite single-cylinder, 2-cycle gasoline 
1e speeds between 1,500 and 3,850 
rpm and is said able to run six hours at full capacity 
on one gallon of fuel. A throttle on the float-type carbure- 
tor can be hand regulated for adjusting the engine speed 
to different pumping conditions. Under full throttle, the 
pump makes approximately 63 strokes per minute. The 
pump is reported to be completely self-priming and it is 
said that it will dry-prime itself up to 15 ft in 15 sec. It 
has a guaranteed suction head of 28 ft and a total head of 
50 ft including friction. 
-in. fittings which can be adapted for use with 2-in hose. 
ompletely enclosed and the flapper valves in 


engine, operates al 


The pump comes supplied with 


Gears are 
the suction and discharge fittings are self cleaning to pre- 


Homelite. Port Chester, N. Y.e 


vent « logging 


HY-RAIL MOTOR CAR 


A Pontiac station wagon with load-bearing-type guide 
wheels, which permit it to operate as a combination high- 
way-railway vehicle, has been introduced as the Fairmont 
434 Series A inspection motor car. The car has a 205-hp 


V-8 engine, 4 doors, and seats 8 people on three cross 
seats. A fold-down section in the middle seat permits access 
to the rear seat. Standard equipment includes a dual-range 
hydramatic transmission, underseat heater and defroster, 
directional signals, outside rear-view mirror, power steer- 
ing, power brakes, undercoating and Dualoc power-dividing 
differential. 

Load is applied to the guide wheels by a rubber-cushion 
torque unit. These wheels are raised and lowered by small 
hydraulic cylinders and are held in position by a separate 
mechanical lock. The unit is equipped with a manual steer- 
ing wheel lock with an indicator on the dash. The hydraulic 
system for the guide wheels consists of a combination elec- 
tric motor and pump unit with controls at each end of the 
vehicle. The pump is used only when the guide wheels are 
being raised and lowered. Fairmont Railway Motors, Inc., 
Fairmont, Minn.e 


COMBINATION TRACK MACHINE 


A self-propelled, one-man operated machine combines 
the functions of hydraulic power jack, hydraulic tie nip- 
per, electric tie tamper and track-leveling device. The unit, 
known as the Handyman, is powered by a Ford Model 172, 
four-cylinder, 60-hp gasoline engine with the final drive 
by a Vicker hydraulic motor through geared transmission, 
allowing speeds up to 25 mph in either direction. It weighs 
approximately 8,000 lb and is removed from the track by 
a hydraulic jack and transverse set-off wheels. 

The power jack portion is activated by two 12,000-lb 
hydraulic rams and the hydraulic tie nippers work on 
each end of the tie. The tamping head, raised and lowered 
hydraulically, consists of four Jackson vibrating tamping 
assemblies. each with two tamping bars. The track leveling 
device is said to operate for quick and rapid reading, ac- 
curate to 1/32 in. 

The machine is intended to operate ahead of a production 
tamper used by surfacing forces. It raises the track and 
tamps ballast under the joint and center ties, thus holding 
the track to grade while it is tamped by the production 
tamper. Kalamazoo Manufacturing Company, Kalamazoo, 
Vich. e 
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TAMPING HEAD SUSPENSION 


Introduction of a leaf-spring type of crossarm suspension 
for the vibratory motors in the Jackson Track Maintainer 
is reported to have pratically eliminated vibration which 
reacted heavily on the entire machine when the tampers 
were down. It is said that the leaf-spring type of suspension 
permits the motors to maintain contact with the ballast 
with a force that is appreciable yet resilient or yielding 
through the action of the spring. This action is said to 
have eliminated excessive dampening of the motors and to 
keep electrical loads correspondingly low. 

It is explained by the manufacturer that, as a secondary 
result of the spring-type of crossarm suspension, the 
resilient but firm pressure exerted by the springs permits 
the tamping bars to move laterally in the ballast toward 
the rail more uniformly. This is said to provide directional 
control of the tamping bars and assure uniform ballast 
consolidation over the entire normal tamping area. It is 
stated, in this connection, that maximum compaction will 
occur directly under the rail due to the direction of travel 
of the tamping bars. Jackson Vibrators, Inc., Ludington, 


Mich. e 





MOTOR GRADER ATTACHMENTS 


Caterpillar No. 12 and No. 112 motor graders can now 
be fitted with a completely new set of hydraulically 
operated attachments. These include a_ shiftable mold- 
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board, snow plow and bulldozer, and a snow wing. The 
moldboard is concave to provide for the hydraulic cylinder 
which has a stroke of 48 in. with 27 in. travel to the right 
and 21 in. to the left. Standard moldboards will be 
equipped with a slide bar in place of the cylinder to allow 
for manual offset of the blade. 

The cylinder of the new snowplow and bulldozer is 
controlled by a four-position valve that allows floating but 
gives down pressure when desirable. Two cylinders are 
mounted on the mast to control the cable that supports each 
end of the snow wing. This type of control is reported to 
give greatly increased speed for moving the wing around 
obstructions. 

Power for the attachments is supplied from an enclosed 
hydraulic system mounted on the front of the dashboard 
between frame members. Controls for the attachments are 
located inside the cab. Caterpillar Tractor Company, Peoria, 


Ill. e 



























CONTROLLED TORQUE WRENCH 





A new “Impactool” which applies the principle of the 


torsion bar to control torque is an air-operated nut-running 
tool. It is reported to impact the nut to a desired preset 
torque for precision tightness and then automatically to shut 
itself off.-The Impactool operates at norma 


power while the nut is being run to the required torque. 


] 
| 
I 


spe d and 
However, when this torqu is reached, iusing 1 nut 
running resistance to become equal to the stress preset in 


the torsion bar, the impact bounds instantly 





and trips a rubber-faced shutoff valve. It is reported that 
the torque setting is simple, remains constant and is con- 
sistently accurate. The tool comes in two sizes: 504OT with 
an adjustable torque range up to 90 ft-lb and a rated « ipac- 
ity (high-strength bolts ft 8g in.; and 5340T with an 
adjustable torque range up to 550 ft-lb and a rated capac- 
ity (high-strength bolts) of 34 and 7 in. The smaller 
size is recommended for general work, while the larger 
size is adequate for high-streneth bolts. Jnger- 


soll-Rand, fir Tool Division. Veu Y ork a 
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SPIKE-HAMMER CARRIAGE 


\ carriage has been developed to permit the standard 
Nordberg spike hammer to drive spikes at either end of a 
tie during tie-renewal operations. A run-off ramp has been 
incorporated in the machine to facilitate moving it to and 
from the track. The carriage is mounted on four flanged 
wheels for ¢ movement along the track. The hammer 

mounted on the carriage that it can be easily moved 
the operator to drive spikes holding 
g Manufacturing Company, Milwaukee, 


fe} } 
) ) 


Vordber 


BROOM FOR CLEANING TRACK 


A new model of the Kershaw track boom includes a 
number of features not available in the eariler models. This 
Model 1FBE includes, among other improvements, a Con- 
tinental Model F-226 engine which increases the horse- 
is also a special adapter flange which 
provides direct coupling of the hydraulic pumps to one 


side of the front of the engine. The machine has been 


_ 
power to 63. There 1s 


equipped with 16-in. cast-steel demountable wheels and 


1-wheel hydraulic brakes with vacuum booster. The opera- 
tor’s position has been changed to provide better visibility 


and more comfort and small canopy has been provided to 


f 


protect him from bad weather. 
It is reported that maintenance on the hydraulic system 


has been reduced by replacing some of the hydraulic-hese 
assemblies with seamless-steel hydraulic tubing. The steel- 
cable brush has been redesigned to reduce cable breakage 
and facilitate maintenance of the brush wheel. A new type 
cable-clamp mechanism has been included which is said to 
reduce replacement time by requiring loosening only one 
bolt and nut. Kershaw Manufacturing Company, Montgom- 
ery, Ala, @ 


BALLASTING MACHINE 


A new machine is designed to disc, sweep and equalize 
roadway ballast. The Model 29 ballast distributor and 
sweeper car is powered by a Ford Model 172, 4-cylinder, 
60-hp gasoline engine with transmission allowing four 
speeds in either direction. Weighing approximately 4,500 
lb, the machine has a hydraulically operated turntable for 
use when turning on the rails or being removed from the 
track. It is equipped with adjustable arms on each side 
which can be fitted with discs, shoulder shapers or ballast 
levelers. These arms are hydraulically raised and lowered. 

The broom is mechanically driven and can be rotated in 
either direction. When the brush quills become worn, dis- 
carded air hoses can be used in replacemeni. Baffle plates, 
made from high carbon steel, house the broom. Through 
proper adjustment of the baffle plates, it is said that the 
ballast can be distributed where it is needed most. Kalama- 
zoo Manufacturing Company, Kalamazoo, Mich. e 


SHOVEL WITH POWER SHIFT 


Speedall tractor-shovels are now available in a new line 
with 1144, 134 and 21%-cu. vd. capacity. Known as Models 
125, 175 and 250, respectively, the shovels are said to em- 
body new and revolutionary improvements, including power 
shift transmissions and planetary drive axles with a 5.7-to-] 
primary reduction multiplied by a 3-to-1 reduction at plane- 
tary hubs, giving a 17-to-1 total reduction. These machines 
also have full power control, a bucket leveling device and 
hydraulic accumulator. 

The transmission allows instant shifts with full power 
and a selection of four speeds forward and four speeds re- 
verse with actual operating speeds from 21% to 24 mph. 
Reverse speeds are 30 per cent faster than forward speeds. 
The clutch speed is completely eliminated and the speed 
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range is controlled by two hand levers mounted on the 
steering column. 

A torque converter is said to eliminate the wear and 
shock of loading, provide for smooth application of power, 
prevent stalling under adverse conditions and improve 
traction. 

The 114 and 1%4-yard machines are available with eithe: 
gasoline or diesel power. The 214-yard machine is equipped 
with a GMC diesel. Pettibone Mulliken Corporation, Chi- 


cago. @ 















SELF-PROPELLED TAMPER 


\ new self-propelled tool is especially designed for rapid 


compacting of bituminous surfacing or granular fill ma- 
terial, such as sand, gravel, and crushed stone. The “Vibra- 
Tamp” weighs only 220 lb, but its work effect is said to 
be comparable to a 10-ton roller. With this machine one 
man, it is said, can compact as much as 666 sq yd an hour 
while using lifts up to 12 in. 
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Power is supplied by a 3-hp air-cooled gasoline engine 
and travel speeds are adjustable from 5 to 50 ft per min. 
Revolving counter-weight fly wheels produce both tamping 
and compaction action. In railroad service the unit is used 
primarily on grade-crossing construction and maintenance, 
station platform construction, and miscellaneous grade com- 
paction. Barco Manufacturing Company, Barrington, Ill. ¢ 










BRUSH AND WEED SPRAYER 


The “Parkway Sprayer,” a flexible-nozzle boom operated 
from the cab of a dual-drive International truck, is reported 
to permit easy, accurate spraying of roadsides for control 
of weeds and brush. The boom, which can be moved to a 
number of spraying positions while the truck is in motion. 
folds back into a vertical stack at the side of the truck 
when not in use. Knobs, extra foot pedals and vertical 





bars have been provided in the truck cab for control of 


boom and berm nozzle movements, pressure and boom 


position. The full range of 


spraying operations to left or 
right of the road are handled by the driver who uses the 
dual steering wheel and foot controls on either side of the 
cab as occasion arises. J/nternational Harvester Com- 


pany, Chicago, @ 





TIE-BRUSH IMPROVEMENTS 


Modifications have been announced in the Fairmont W88 
power tie brush to better adapt it to railroad practices. 
These modifications include raising the main-frame cross 
members to provide generous clearance for operation where 
welded rail has been unloaded between the existing rails. 
The brush speed has also been reduced to give better clean- 


ing action. Fairmont Railway Motors, Inc., Fairmont, Minn. e 
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FOR LOCATING IMPROPER GAGE 


s reported to be a relatively simple 
portable tool. The Gage Indicator 
conditions requiring correction 


Checking trac 
operation with 
can be used to locate ige 


to spot poin here regaging should start and stop. 


I 


and 
regular hand gage. 


It can also be 
insulated so it will not shunt 


The Gage Indicator is 
[t moves on the track on eight ball bear- 

gs, two on each side. roll on top 
four, also two on each side, roll 

id at the gage line (°%% in. below 
the rail). A spring inside the square 
gage-line rollers in tight con- 


on the side 
the plane ot the toy 
frame members 
tact with the rails. 
{ pointer multiplies gage irregularities approximately 
mes, and small variations in gage are said to be 
the dial which is calibrated from correct 
Vordberg Manufacturing 


on 
j 
wide or 


Sree ae 


Compan 


CONVERTIBLE TRUCK ATTACHMENT 


four-wheel-drive. Model S-120 (4 


k. can be converted from a snow- 


backfill blade. The blade 


into a lad spl ider oO! 
nstrument panel of the truck. Posi- 
led by a pump run by the fan 


plow 
is < ontrolle d 


] 
tive hydraulic power provi 


belt of the truck engine. Six-foot, 8-ft or V-type blades 
may be ordered optionally. The blade can be centered for 
straight plowing or angled to either side. An automatic 
trip mechanism protects the blade and truck from damage 
by hidden objects. This trip mechanism may be replaced by 
a “stiff link” when converting the snowplow to a blade 
spreader or backfill attachment. The blade and A-frame 
assembly can be connected to or disconnected from the 
carrier by installing or removing two pins. The all-steel 
blade is welded throughout with formed ribs for reinfore- 
ing the heavy-gage moldboard. Reversible carbon-steel cut- 
ting blade and adjustable steel skid plates are attached to 
the moldboard. I/nternational Harvester Company, Chi- 


cago @ 


WIND-RESISTANT SHINGLES 


\ new asphalt shingle which is reported to seal itself 
down automatically is the “Seal-O-Matic,” available in 
the 12-in. by 36-in. strip type with three square-cut butts. 
It comes in a range of blends and solid colors. The Seal-O- 
Matic feature consists of a ribbon of petroleum-resin adhe- 
sive, about °4 in. wide, which is factory applied to the 
back of the shingle about 14 in. up from the edge of the 
butt. The adhesive is hard and brittle under normal tem- 
peratures. However, after application. the adhesive softens 
under exposure to the sun’s heat and merges with the 
below. In this way, it is said, the exposed shingle 


shingle 
is reported 


utts are welded'to the underlying shingles. It 

the holding power thus developed provides strong 
resistance to “blow-off” by wind or “blow-up” by water. 
The shingles are nailed in the usual manner. Johns-Man- 


ville, New York e 


SPIKE PULLER 


The Fairmont W85 self-propelled hydraulic spike puller 
has been equipped with two pulling assembiles to enable 
it to pull spikes from both sides of the rail. The cylinders 
are controlled from a single valve and operate at the same 
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time. Both cylinders are mounted on a common spring- 
counterbalanced, pantograph support for raising and lower- 
ing. Each cylinder has its own longitudinal “track” to per- 
mit a limited amount of individual movement parallel with 
the rail. It is pointed out that this movement enables the 
operator to position the pulling jaws over the spikes with- 
out having to stop the machine at an exact spot with re- 
spect to the tie. The accumulator size has been increased to 
take care of the needs of the two cylinders. The propelling 
arrangement drives one wheel on each rail. which is said 
to make for better tracking. Fairmont Railway Motors, 
Inc., Fairmont, Minn. e 





RUBBER-TIRED DITCHER 


A new small, self-contained, rubber-tired ditching ma- 
chine will dig to depths of 30 or 40 in. with either one of 
two digging booms. The 30-in. boom is equipped with 
either a 214-in. or 414-in. bucket line while the 40-in. boom 
is equipped with either a 214-in. or 5-in. line. It is reported 
that the job of switching from one digging width to 
another, which involves a change in bucket lines, is a job 
so simple that one man, with hand tools only, can perform 
it in 15 to 20 min. The bucket line of the machine, known 
as Model 702, consists of a series of replaceable heavy 
steel cutters bolted to a steel roller chain. It is reported 
that this construction provides a low-cost, long-life bucket 
line that may be considered as expendable and discarded 
rather than replaced when it becomes worn. 

After the digging boom is set and locked at the desired 
depth it requires no further attention from the operator. 
Backfilling is expedited by placing the spoil at the side 
of the trench with a simple system of rotating paddles 
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and plows. These are said to eliminate the need of a 
cross conveyor. The ditcher boom is angled so the opera- 
tor can dig under sidewalks and up to foundations. This 
is said to minimize the amount of hand work on the trench 

During the digging operation, the digging and crowding 
speeds are controlled by means of a “Varidraulic” drive 
which is said to provide the operator an infinite number 
of digging speeds between 0 and 40 fpm. The digging 
boom can be raised out of the trench with a mechanical 
lift which automatically puts the machine into travel posi- 
tion. The machine has an operating travel speed of 240 
fpm (234 mph) and can be towed behind a light pick-up 


truck or passenger car at speeds up to 45 mph with safety. 

The ditcher has an overall width of 36 in. and weighs 
2,000 lb. This is said to make it possible to transport it 
from job to job in the bed of a light truck. Barber-Greene 
Company, Aurora, Ill. 















NEW WHEELED-TRACTOR LINE 


Four machines make up a new line ef wheeled utility 
tractors. These machines provide a power range of 9.4 to 
59.8 belt horsepower. Two of the machines are carbureted, 
one is diesel powered and the fourth is available with a 
diesel or carbureted engine. Typical of the line is the 
Model 300 which delivers 39.5 maximum drawbar horse- 


power. A “torque-amplifier” drive is offered as optional 


equipment, which provides 10 forward (1.5 to 16.7 mph) 
and 2 reverse speeds. It is reported that the tractor opera- 
tor can change speed and boost pull power up to 45 per 
cent, on the go, without touching the clutch, throttle o1 
shifting gears. International Harvester Company, Chicago. e 


WOOD-TREATING PLANT 


A small portable pressure plant or treating wood is 


designed for small operations, or where it might have to 


be moved from place to place. The plant can be used to 
produce treated crossties, bridges timbers. construction 
lumber, car lumber, crossing signs and other similar items. 


ft long by 4 ft in diameter, and 


It has a retort about 38 
has a capacity of 3.000 bd-ft of timber per charge. Osmose 
Wood Preserving Company, Buffalo, N. Y.e 
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POWER JACK TAMPS TIES 

the features of Nordberg’s 
tomatic Gang Tamper has been 
lf propelled and is used for 
tamping the key ties at the lift point. It 
two-cylinder, air-cooled gasoline engine 


{ machine that mbines 
Power Jack 
announced. se 
raising track 
is powered by a 
t 2.600 rpm. Two independently oper- 
a shoe into the crib ballast and 
rail can in- 
for superelevation and cross-level 


developing 13.3 hp a 
ated 
clamps engage 
‘ +} 


ne 


hydrauli force 


rams 


the two rails. One be raised 


dependently O 


otner 


correction. A device for placing a standard level board in 


front of the operator is used when bringing the two rails 
to a lative level 


correct re 
Phe 


vibrating 


tamping portion of the machine employs the same 
Automatic Gang Tamper. One 
tamping bars, two inside of each 
raised and lowered hydraulically. 
1 lowered setoff wheels provide 

machine from the track. Nord- 


Milwaukee, Wis.e 


mechanism as the 


| 


tamping | 


] 
all. 


1ead carries four 
The tamping head is 
Hydraulically raised ar 
means for removing the 


Manufacturing Compan 


= } 


TIE-BED SCARIFIER 


A 40 per cent increase in power at governed speed 
through the use of a larger engine is one of the announced 
improvements in the Fairmont W87 tie-bed scarifier. Other 


improvements include the use of vane-type hydraulic motors, 
of the manual clutch in the power take-off, 
redesign of the outer-drum sprockets to make them self 
cleaning, and the addition of a turntable warning flag to 
signify that the ram is fully Fairmont Railway 
Votors, Inc., Fairmont, Minn. ¢ 


elimination 


raised. 


TIE CRIB BALLAST ROUTER 


\ machine designed to remove just enough high ballast 
from the cribs to expose the ties, and to sweep them ahead 
of the adzers, is the Ballast Router. The machine cuts a 
level trench parellel to the top of the tie, or inclined down- 
the tie end as desired, and conveys high 
to the side of the track. An endless digging chain 
cleans the full width of the crib. The machine has four 
flanged wheels for traveling on the track to the point of 
work where two wheels are removed and positioned as 
counterweights. The two permanent wheels are equipped 
with quick-connecting outside flanges to hold the unit on 
a single rail. Nordberg Manufacturing Company, Mil- 
waukee, Wis. @ 


ward toward 


ballast 


JACK-ALL IMPROVED 


A new Kershaw Jack-All, Model GB, has been announced. 
This one-man-operated machine has been provided with 
a heavier main frame and a side set-off assembly with the 
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set-off wheels installed on the main frame. Steel tubing with 
flexible connections is used for the hydraulic lines. This is 
said to prevent breakage due to vibration. The machine is 
self-propelling and has a foot brake and brake lever for 
locking the brakes when the machine is parked. An electric 
starter has been provided for the air-cooled engine. The 
machine has been made free-wheeling, to prevent wheels 
locking when the hydraulic valves are neutralized. 

Among the added operating features is a mounted level 
board, or “pendulum” level, to insure more accurate cross- 
leveling of the track. Twin tamping feet have been mounted 
on each side of the machine to permit tamping of two ties 
simultaneously. One of these feet is removable so that 













only one tie may be tamped when so desired. The tamping 
feet have hydraulic controls and are operated by a recipro- 
cating hydraulic ram. 

Automatic, self-adjusting rail dogs have been added which 
engage the rail when jacking begins. Kershaw Manufac- 
turing Company, Montgomery, Ala. ¢ 









SKID-LOADER ATTACHMENT 














The International Drott Skid-Loader is a recently in- 
troduced attachment for use with the International TD-6, 
TD-9, TD-14 and TD-18-A tractors. This machine is de- 
signed for scooping up scattered ties or lifting them out of 
the pile. The two bottom tines of the Skid-Loader slide 


under the ties. A patented hydraulic “top-grab-arm” then 









closes down and holds the ties securely. It is said that a 







shoe at the base of the loader enables the machine to move 
heavy loads over rough terrain with little strain on the 






tractor or operator. Capacity of the machine ranges from 
3,000 Ib for the TD-6 to 9,000 Ib for the TD-18A. Jnterna- 
tional Harvester Company, Chicago. @ 









TRACK LUBRICATOR 













Need for a distribution bar has been eliminated in a 
new track lubricator. Known as Type G-1, the lubricator is 
said to deliver grease at exactly the point of contact of the 
wheel flange with the rail, through holes drilled in the rail 
head. In operation, the tread of the wheel actuates a 
treadle which in turn depresses the plunger of a plunger 
pump, forcing grease through a hose and fittings to and 
through the holes bored in the rail head. The Rails Com- 


° pany, Hoboken, N. J.e 




















TREAD OF WHEEL 
‘IH ACTUATES LUBRICATOR 
TREADLE WHICH SHOULD 
BE 3%" HIGHER THAN 


tre | | RAIL SLOTTER 


1 
| 
| 
t 
| 
j 
t 










i} 


GREASE in THE RAIL " sag A lightweight cross grinder for removing the flow at 
DRUM | |! PLUNGER rail ends to prevent chipping is the “Bantam”. It weighs 












only 80 lb, including fuel supply. and uses slotting wheels 
2 in. in thick- 
ness. It is moved from joint to joint like a wheelbarrow and 
quickly locked into position at the joint for slotting. Nord- 
berg Manufacturing Company, Milwaukee, Wis. e 
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8 in. in diameter by either %, 3/16 or 5 
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centralized lubricating system of the push-button type, 
which lubricates 47 points, including the four main drive 
chains. A new-type 2%4-in. axle and 2%4-in. demountable 
hub assembly are used. The jack-shaft assembly has been 
redesigned to include a 244 in. shaft complete with 2'-in 
double roller bearings. These bearings are the same as 
those mounted on the machine axles. A new 4-wheel hydrau- 
lic brake system has been installed complete with vacuum 
booster kits; An engine-hour meter on the dashboard aids 
in maintaining regular maintenance cycles. Windshield has 
electric wipers and blades. 

\ modified V-type reversible plow complete with hydrau- 
lic raising and lowering mechanism is mounted on the 
rear of the machine as standard equipment. The controls 
for this plow are in the cab within easy reach of the opera- 
tor. A hallast-toe line marker is mounted on the outside of 
each ballast-regulator wing. The marker is retractable 
when not in use and adjustable to any desired depth. Ker 
shaw Manufacturing Company, Montgomery, Ala. e 


SIMPLE RAIL LUBRICATOR 


\ short-stroke my lamped to the base of the rail by 
stiff bracket, etuated by the normal wave motion of 
rail. This t is said to eliminate the use 
r mechanical devices actuated 
fhe. Known as the Hurcol 
lubricator, it has | ntroduced as an adjunct to the 
Aladdin lubricator. It is reported to have considerably 
more grease capacity than the latter. Grease is brought to 
the running face of the rail through flexible hoses connected 
with one to four applicators. These applicators are securely 
held against th he rail with “C” clamps which 
pass under the | rail. It is said that installation 
can be made by two men in about an hour. The lubricator 
operates on standard grease at any speed, and output can 
be adjusted to suit conditions by an 8-position handwheel. TIE CAULK AND COATING 
H. T. Kennedy Company, New Yorke 

For the protection of the exposed surfaces of ties and 
timber from the deteriorating effects of weather, Tie Caulk 
and Rubberized Tile Coating may be applied either by 
brush or by the spray method. 

The manufacturer recommends that all cracks 3/16 in. 
or wider be first filled with the tie caulk. The rubberized 
coating can then be applied immediately to the entire ex- 
posed surface of the tie or timber. Bird & Sons, Inc., 
East Walpole, Mass. 


BALLAST REGULATOR AND PLOW 


Announcement has been made of important improvements 
in the Model 2FWG Kershaw ballast regulator, scarifier 
and plow. The new model is equipped with an automatic, 
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AGRONYL R WEED CONTROL 


Test plots 3 years ago... 
25,000 Track-Miles last year! 





From test plots to 25,000 track-miles a year 
...1n just three years! That’s the impressive 
record of AGRONYL R, Socony Mobil’s new 
type weed control. AGRONYL R is a product of 
Socony Mobil’s Research laboratories . . . was 
developed and perfected in cooperation with 
leading railroads on rights-of-way from the 
Gulf of Mexico to the Canadian border. It’s 
a distinctly new kind of herbicidal oil, highly 
effective, and economical to use. 


> Self-Application 


Many railroad engineering departments are 


turning to self-application for weed control 


for main lines, branch lines, secondary main 


lines and yard application. 


7 Advantages of Self-Application 


These engineering departments have studied 
the problem of weed control and have found 
they can cut costs by self-application. Self- 
application can be made when desired and 
needed, and can be made when convenient to 
other maintenance schedules. Weed control 
is being tied in with road-bed maintenance 
programs. In this way, application costs are 
actually reduced! Shown below are examples 


of actual costs by self-application. 





















YARD TYPE CAR...a joint- 
agency operation reports 
an AGRONYL R applica- 
tion for yard control at 
$13.90 per acre including 
material cost and labor.* 


CONVERTED WEED 
BURNER... a railroad re- 
ports an AGRONYL R ap- 
plication at $7.60 per acre 
for the system including 
material cost and labor.* 


SPRAY CAR (self-propelled) 

.. a railroad reports an 
AGRONYL R application at 
$4.80 per acre for the sys- 
tem including material 
cost and labor.* 


WORK TRAIN...a railroad 
reports an AGRONYL R ap- 
plication at $7 per acre 
for the system including 
material cost, labor, and 
locomotive charges.* 


















SOCONY MOBIL OIL COMPANY, INC 
MAGNOLIA PETROLEUM CO., GENERAL PETROLEUM CORP 


( RAILROAD 
DIVISION 


26 Broadway, New York 4, N. Y. 
59 East Van Buren Street, Chicago 5, Illinois 


and Affiliates 











a \ 
We will be discussing these results and costs of ap- 
plication in detail with you prior to your prepara- 
tion of budgets for next year. However, if you desire 
information sooner, we suggest you write us for the 
data you require. 












Railroad | 

















*NAMES ON REQUEST 
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“couple” all your operations 





It’s easier to run a railroad when all your 
operations are coupled together with ade- 
quate communications facilities . . . includ- 
ing channels to handle all messages quickly. 
To get those circuits with least trouble and 
expense, many railroads use Lenkurt Car- 
rier Systems. 

With Lenkurt Carrier Telegraph and 
Telephone Systems, you can add communi- 
cation channels between points now con- 
nected by inadequate wire lines—and do it 
without adding wires. With Lenkurt systems 
you can build a complete network that 
gives everyone—executive or clerk—direct 
point-to-point contact, at a moment’s no- 
tice, with all vital, revenue-building services. 

Railroads use such networks to keep their 


thru a complete communication system 


diesel engines busy pulling pay loads—to 
mechanize their car reporting—to speed 
freight handling—to get answers to shippers’ 
questions quickly from anywhere on the 
system. All this helps to hold down costs, 
and to boost revenues by improving cus- 
tomer service. 


Let an Automatic Electric representative 
explain how you can co-ordinate all your 
services with the improved communications 
provided by Lenkurt Carrier Telegraph and 
Telephone Systems. Call or write Automatic 
Electric Sales Corporation (HAymarket 1- 
4300), 1033 West Van Buren Street, Chicago 
7, Illinois. In Canada: Automatic Electric 
Sales (Canada) Ltd., Toronto. Offices in 
principal cities. 


oS ELECTRIC | 
AUTOMATIC = 


® 


ORIGINATORS OF 


THE 


DIAL TELEPHONE 
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MACK REVERSIBLE SWITCH POINT PROTECTOR 

Prolongs the life of switch points about 4 times; then is 
reversed and again extends the switch point life’ for another 
similar period 


TYLIFE 

Improves track structure . . . Increases tie life. Provides 
greater holding power in cross ties and bridge timbers; re- 
conditions old spike-worn holes; reduces labor or regauging 
and re-spiking. 
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The Majority of Railroads on 
the North American Continent 


. use MecoLubrication. It has improved curve safety and oper- 
ating economy increasingly ever since the first lubricator of this 
type was installed more than a quarter of a century ago. Meco- 
Lubrication is used ahead of curves carrying heavy loads and 
those with trains operating at high speeds. By greasing the high 
rail, MecoLubrication makes higher speeds safe and also length- 


ens curve rail and locomotive wheel flange life two to four umes. 


, Maintenance Equipment Company , 


RAILWAY EXCHANGE BUILDING « CHICAGO 4, ILLINOIS 


MECO POWER RAIL LAYER VELOCITY POWER RAIL PUNCH 
Reduces labor cost to a minimum in laying Standard Rails, Takes only an instant to punch clean, smooth hole for track 
Long Rails or Continuous Welded Rail. Operates efficiently bolts. Needs no electricity, compressed air, hydraulic power 


operates from small blank cartridge; no open flash or recoil 
Only one major moving part, the piston 





New L-M Station Platform Lighting 
Improves Operations at Havre, Mont. 


The full 1500-foot length of the Great 
Northern’s Havre, Mont., station platforms 
is lighted to an average of 1.98 foot candles 
by a new Line Material incandescent light- 
ing installation. 

The lighting system consists of 40 L-M 
Spherolites®, mounted on mastarms or 
catenary supports. On the station-side 
platform, six Spherolites are supported by 
4-foot brackets on steel poles, four are 
mounted on brackets attached to the build- 
ing, and another ten are suspended from 
a catenary support. 

On the platform between east- and west- 
bound trains, the fewest possible support 
poles were desired. To achieve this, Great 
Northern engineers designed a catenary 
support system. Poles are spaced 300 feet 
apart with four luminaires suspended from 
a messenger and a 7/16-inch guy strand in 
each of five spans. End poles were installed 
offset to counteract the inward pull of the 
6000-pound loading of cable and lighting 
units, 


The units are equipped with 500-watt 
incandescent lamps. Four luminaires on 
the station side provide Type II distribu- 
tion; all the others Type I. According to 
C. G. Nelson, Assistant Electrical Engineer 
of the Great Northern, the new installation 
and better lighting have improved opera- 
tions, speeded service and baggage hand- 
ling, and increased passenger comfort at 
this important western division point, 


Get Complete Information 
on L-M Outdoor Lighting 


L-M offers a full line of incandescent, mercury 
vapor, and fluorescent lighting for streets, yards, 
approaches, areas. Get in touch with the L-M 
Field Engineer for com- 

plete information and 

bulletins; or write Rail- 

way Sales Department, 

Line Material Company, 

Milwaukee 1, Wisconsin } 

(a McGraw Electric Com- &«. 

pany Division). 


CY LINE MATERIAL 


L-M's Spherolite 
Luminaire, the type 
used in the Great 
Northern Havre Sta- 
tion Platform installa- 
tion. The Spherolite is 
a highly efficient unit, 
providing wide choice 
of light distribution, 
many desirable fea- 
tures. It may be used 
for either incandescent 
ormercury vapor lamps. 


L-M's Ovalite™, specially designed for 
mercury vapor, is available in both series 
and multiple styles, a highly efficient unit 
with service-safe features. 


L-M's 2- and 4-lamp fluorescent units are 
particularly desirable for lighting areas such 
as classification yards, because of their ex- 
tremely low glare factor. 





AUSTIN-WESTERN HYDRAULIC CRANE 


Speeds Ha 


i 


ola 


ONE-MAN OPERATION—FULL HYDRAULIC—ALL-WHEEL 
DRIVE AND STEER—CONTINUOUS 360° BOOM ROTA- 
TION — Yes, no other materials handling unit can give 
you this remarkable combination of operational features. 

No matter what the assignment, the versatility of 
your Austin-Western Hydraulic Crane will pay off in 
more work at less cost. 


You name it, A-W will do it. 


MAINTENANCE OF WAY: Laying rails; handling ties 
and miscellaneous track materials and equipment; set- 
ting fuel tanks. 


Construction Equipment Division - Baldwin-Lima-Hamilton Corporation 


AURORA, ILLINOIS, U.S.A. 


Power Graders « Motor Sweepers 
Road Rollers « Hydraulic Cranes 


ndling Jobs 


© 
ca 


along Right-of-Ways .-.in Shops 


BRIDGE AND BUILDING: Handling and moving timbers, 
gondolas, precast and prefabricated deck slabs; picking 
up and moving small buildings. 


MECHANICAL SHOPS: Lifting and handling heavy 
equipment, jigs and parts, repair tracks, and maintenance 
of locomotives and cars. 


STORES DEPARTMENTS: Unloading gondolas and box 
cars; handling wheels, axles, truck frames; loading and 
unloading scrap and salvage materials; stock piling 
materials and parts. 


AUSTIN-WESTERN WORKS 
645 Farnsworth Avenue, Aurora, Illinois 


Please send complete information and literature on the Austin 


Hydraulic Crane 
Name 

Title 

Company 

Street 


City 





Close-up of ram with push- 


ing plate in contact with tie 


to be removed. Ram scarifies 
the bed while pushing old tie 


out, then draws new tie into 


position on return stroke. 


Write for Bulletin T-55 


DOES THE COMPLETE 
TIE REPLACEMENT JOB 


In one operating cycle a single 
TieMaster performs these four 
steps—raises the track, removes 
old tie, scarifies the bed, and in- 
serts new tie. Only the TieMaster 
performs all of those essential tie 
replacement steps. 

Machine replaces ties at an 
average speed of one per minute, 
with minimum disturbance to the 
bed. TieMaster requires only an 
operator and two laborers. When 
required ties can also be loaded 
and banded on dump trailer at- 
tached to machine. 


uilway aintenance || orp poration 


ei fea 


(Continued from page 13) 

which was most efficient under work 
conditions. Diesels cannot run idle ex- 
cept on comparatively high-grade fuel. 
But, when they reach working heat, 
diesels can consume the heavier and 
less costly fuels, with minor adjust- 
ments, if the fuel is pre-heated to make 
it sufficiently thin for spraying into 
cylinders.” 


Financial 





Delaware & Hudson—Stock Split. 

This road and its parent, the Dela- 
ware & Hudson Company, have applied 
to the ICC for authority to carry out 
their plan for splitting their stocks on 
3-for-1 bases. The road seeks to issue 
1,547,220 shares of no-par common to 
exchange for 515,740 no-par shares. 
The Company seeks to issue 1,761.942 
no-par shares to exchange for 587.314 
shares of $100 par. (Railway Age, 
January 9, page 202.) 


Pennsylvania. — Merger of Sub- 
sidiaries. — The ICC has authorized 
merger of the New York Bay into the 
United New Jersey Railroad & Canal. 
The merger gives the PRR direct con- 
trol of the franchises and properties 
of the New York Bay through contin- 
ued direct control of the UNJ. 


Seaboard Air Line.—Stock Split 
Proposed.—SAL directors last week 
proposed a 2-for-1 split of the road’s 
common stock, subject to approval by 
the Interstate Commerce Commission 
and a two-thirds affirmative vote by 
stockholders at the April 24 annual 
meeting in Norfolk, Va. Each present 
share of $40-par common stock would 
be changed into two shares of $20-par 
stock. Dividend rate on the split shares 
would be set by the directors at their 
regular June meeting. 


Authorizations 


CHICAGO & NORTH WESTERN.—To assume 
liability for $3,900,000 of equipment trust certifi 
cates, second installment of an $11,700,000 issue, 
to finance in part purchase of 2,075 freight cars 
costing an estimated $14,630,390 (Railway Age, 
January 30, page 18). Division 4 approved sale 
of the securities at an interest rate of 334% 
for 99.0647—the bid of Halsey, Stuart & Co. 
which will make the annual cost of the proceeds 
to the road about 3.94%. Dated November 1, 
1955, the securities will mature in 15 annual in 
stallments of $260,000 each, beginning November 
1, 1956. They were reoffered to the public at 
prices yielding from 3.0 to 3.80%, according to 
maturity. 


CHICAGO, BURLINGTON & QUINCY.—To as 
sume liability for $7,800,000 of equipment trust 
certificates to finance in part purchase of freight 
and passenger equipment costing an estimated 
$9,781,950 (Railway Age, January 30, page 16 
Division 4 approved sale of the securities at an 
interest rate of 3% for 99.6603—the bid of 
Salomon Bros. & Hutzler—which will make the 
annual cost of the proceeds to the road about 
3.18%. Dated February 1, the securities will 
mature in 30 semiannual installments of $260,000 
each, beginning August 1. They were reoffered 
to the public at prices yielding from 2.80 to 
3.125%, according to maturity. 

NORTHERN PACIFIC.—To assume liability for 
$6,060,000 of equipment trust certificates to 
finance in part purchase of 44 diesel-electric units 
at an estimated total cost of $7,586,197 (Railway 
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Age, January 30, page 16). Division 4 approved 
sale of the securities at an interest rate of 3% 
for 99.3483—the bid of Salomon Bros. & Hutzler 
—which will make the annual cost of the pro- 
ceeds to the road approximately 3.18%. Dated 
February 16, the securities are to mature in 15 
annual installments of $404,000 each, beginning 
February 16, 1957. They were reoffered to the 
public at prices yielding from 2.90 to 3.175%, 
according to maturity. 


Applications 


ATLANTIC & DANVILLE.—To pledge $537,600 
of 3% mortgage bonds, now held in its treas- 
ury, as collateral for a $150,000 note evidenc- 
ing a loan from the First and Merchants Na- 
tional Bank of Richmond, Va. 


BALTIMORE & OHIO CHICAGO TERMINAL.— 
To issue $32,000,000 of first mortgage, 414% 
bonds in exchange for a like amount of 4s 
due April 1, 1960. The new issue would an- 
ticipate that maturity on agreed terms. It 
would have a maturity date of April 1, 1985. 


CHICAGO, ROCK ISLAND & PACIFIC.—To as- 
sume liability for $2,880,000 of equipment trust 
certificates to finance in part the acquisition 
of equipment (listed below) which is expect 
to cost a total of $3,860,780. 

Description Estimated 
and Builder Unit Cost 
200 70-ton covered hopper cars (Pull- 
man-Standard Car Manufacturing 
Company) 
50 steel-sheathed box cars with wood 
floors (ACF Industries, Inc.) 
50 steel-sheathed box cars with steel 
floors (ACF) me 

10 baggage cars 
15 baggage cars with messenger fa- 

cilities (ACF) 

self-propelled diesel cars, 
with 275-hp. motor (The 
Company) 

50 four-wheel flat cars. each equipped 

with two removable containers 
(ACF) 

The cortificates would mature in 24 semi- 
annual installments of $120,000 each, beginning 
November 1, 1956. They would be sold by 
competitive bids which would fix the interest 
rate. 

DONORA SOUTHERN, JOHNSTOWN & STONY 
CREEK, AND NEWBURGH & SOUTH SHORE.— 
To issue 412% notes in exchange for 4% 
notes evidencing indebtedness to their parent, 
United States Steel Corporation. The interest 
would remain on an “if earned’ basis. Amounts 
of the notes proposed to be issued are: DS, 
$1,944,900; J&SC, $375,000; N&SS, $200,000. 


LITTLE ROCK INDUSTRIAL DISTRICT RAIL- 
ROAD.—To issue 2,000 shares of $100-par com- 
mon stock to finance construction of its pro- 
posed line to serve plants on property of the 
Industrial Development Company of Little Rock, 

rk. 


Dividends Declared 


CLEARFIELD & MAHONING. — $1.50,  semi- 
annual, payable July 2 to holders of record 
June 

DELAWARE & HUDSON. — $1.20, _ increased 
quarterly, payable March 28 to holders of rec 
ord March 12. 

DENVER & RIO GRANDE WESTERN.—62)/2¢, 
payable March 19 to holders of record March 9. 

DOVER & ROCKAWAY.—$3, semiannual, pay- 
able April 2 to holders of record March 31. 

ERIE.—37V/2¢, quarterly, payable March 30 to 
holders of record March 9. 

MISSOURI-KANSAS-TEXAS.—7% preferred, 50¢, 
payable April 2 to holders of record March 16. 


READING.—4% 2nd preferred, 50¢, quarterly, 
payable April 12 to holders of record March 22. 


RICHMOND, FREDERICKSBURG & POTOMAC.— 
common, $1, quarterly; dividend obligation, $1, 
quarterly; both payable April 2 to holders of 
record March 20. 


ST. LOUIS SOUTHWESTERN.—5% non-cumula- 
tive preferred, $5, annual, paid March 2 to 
holders of record February 23. 


SEABOARD AIR LINE.—common, $1.25, quar- 
terly, payable March 27 to holders of record 
March 16. 


UNION PACIFIC.—common, $1.50; 4% pre- 
ferred, $1, semiannual; both payable April 2 to 
holders of record March 5. 


WESTERN MARYLAND.—4% second preferred, 
$1, quarterly, initial payment; Ist preferred 7% 
cumulative, $1.75, quarterly; both payable 
March 29 to holders of record March 19- 
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REDUCES SPIKE DRIVING 
COSTS SO DRAMATICALLY 





Here is the means to substantial 
savings in spike driving costs in 
tie replacement and laying new 
rail. SpikeMaster nips the tie up 
firmly against the rails, then drives 
four spikes—one on either side of 
both rails. 

With a speed of better than six 
ties per minute, the SpikeMaster 
uses Only an operator and laborers 
for setting spikes in the tie plates. 

Machine can be used with either 
rail or anchor spikes. It drives 
spikes only in a straight line and 
can be used on pre-bored or non- 
bored ties. 


While two sets of nipping 
tongs hold tie firmly against 
the base of the rails, four 
pneumatic guns drive spikes. 
Guns are adjustable for all 
standard tie plate punching 
ind spikes cannot be over- 


lriven. 


Write fe or Bulletin S-55 
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COUPLER F-70 


] = 





‘ 


~< 


Megs: , Ns 8 ‘ : . . J Lae nee a me 
nn \ : STRIKING CASTING 
. with precompressed 


»-adds up to longer. . ligieitavCeatiee ancner 
trouble-free serviee! 


@® New Safety Shelf—to support mated @® Coupler, Yoke, Follower, and Striker 
coupler in event of pullout. interchangeable as a group with present 
standards. 
Interlocking—Guard arm and aligning 
wings similar to type H Coupler. 


Reduced free slack. 
Improved positive anti-creep. 


Easier operation, 


Increased strength. The 


Reduced wear. Buckeye Steel Cacp: 
* cOLuMays 9 


An - * NEW Y 
NFORMATION..CALL or WRITE ; carcaoe 
Refer Adv. No. 11878 te a pee Mt 
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Model 





FOLD -AWAY 





MODEL MA-214: Manually operated. Size 
2042” x 814” x 4812”. 


MODEL MA-212: Fold-away toilet and 
fold-away wash basin. Dispensers for 
paper towels, toilet tissues. Waste recep- 
tacle. Size 26” x 812” x 4812”. 


MODEL FB-220: Fold-away toilet and sta- 
tionary wash basin. Towel & tissue dis- 
pensers. Size: Cabinet top 1134” x 26”. 
Base 105%” x 26” x 34”. 


MODEL FB-224: Fold-away toilet and sta- 
tionary wash basin. Cabinet top 1134” 
x 20”. Base 1054” x 20”. Height 34”. 


NEW SPACE-SAVING 
TOILET FACILITY 


Offers Car Builders Greater Flexibility 


Those who design new passenger cars and are responsible for modernizing 
old cars are now offered a totally new idea in space conservation and 
efficiency. TRAVEL-LAV brings to railroads a toilet facility that occupies only 


a fraction of the space formerly required. 


Complete toilet and lavatory facilities are combined in one space-saving unit, 
the same floor space providing room for both. A unique fold-away feature 


gives further flexibility. By having either the toilet or wash basin, or both, 


MA-214 fold away into the cabinet enclosure the available space is put to dual use. 


In one instance, the TRAVEL-LAV is utilized alongside a bed in a roomette 


and is readily available even though the bed is made up for occupancy. 


TRAVEL-LAV’s greater compactness saves enough space to provide many 
L P : I F ) 


more extra roomettes or private rooms in each car length. 






TRAVEL LAV 


TOILET AND WASH BASIN 







Model 
FB-224 


Precision made of stainless steel and white-bronze machined parts, designed for long 


some equipped 





wear, max mum e ficiency and sanitation. Many types and sizes available 
with towel and tissue dispensers, waste receptacles, medicine cabinets and mirrcrs. 


Ail TRAVEL-LAV cabinets are furnished with removable panels affording easy 


access to plumbing connections. Complete Catalog on Request. 





Westmoreland & Boudinot Streets e Philadelphia 34, Pa 


ate wees newer ae te RES OF STAINLESS STEEL SPECIALTIES 





Railway Officers 


CANADIAN NATIONAL. — Gor- 
don A. Green, assistant purchasing 


r 
n appointed purchasing 


agent, has bee 
agent at Winnipeg 

James Taggart, diesel 
supervisor at Winnipeg, has been named 


(diesel at Mon- 


issistant 


mechanical engineer 
treal. 

S. Nicholson, trainmaster at Na- 

Ont., has been appointed assist- 


s ntendent, Hornepayne divi- 


sion at Hornepayne, Ont., succeeding 
N. T. Walton. 

W. a. Milks, personnel assistant. 
personnel department, has been ap- 
pointed personnel assistant, operation 


le partment, Cent il regio it Toronto. 


CANADIAN PACIFIC.—F. W. 
Collins, industrial manager at Mont- 
real, has been named manager of the 
reorgan zed and expanded de- 
partment of industrial development, 
with system jurisdiction. G. M. Hutt 
has been appointed assistant manager 
and R. L. Small, assistant to 
manager, of that department. D. N. 
Cooper and A. B. Smith have been 
named general industrial agents of 
the Eastern region at Toronto and the 
Prairie and Pacific regions at Win- 
respectively. 


newly 


nipeg, 


CENTRAL VERMONT. — Leoni- 
das D. Magnan, chief clerk, office of 
superintendent of car service, has been 
appointed superintendent of car serv- 
ice at St. Albans, Vt., succeeding 
Marcus J. Richardson, retired. 


C. A. 


opera- 


CHESAPEAKE & OHIO. 
Taylor, system vice-president 
tions at Richmond, Va., has been named 
and will be in 
transporta- 
tion. mechanical and engineering de- 


senior vice-president 


charge of the combined 


partments. 


CHICAGO & EASTERN ILLI- 
NOIS.—H. S. Vierling, superintend- 
ent of transportation at Chicago, has 
been appointed to the newly created 
position of assistant general manager 


and superintendent of transportation 
at that point. 

R. E. MeMillan, car service agent 
at Chicago, has been appointed super- 
visor of motor vehicle service there, in 
charge of trailer-on-flat car service 
and other trucking operations. 


DENVER & RIO GRANDE 
WESTERN.—W. C. Horner, super- 
intendent, Pueblo division, has been 
advanced to superintendent of trans- 
portation, succeeding L. H. Hale, new- 
ly elected vice-president and general 
manager (Railway Age, Mar. 5, p. 58). 
Mr. Horner’s successor is Edward H. 
Waring, assistant superintendent, Pu- 
eblo division. J. T. Urban, chief clerk, 
general manager’s office, has become 
assistant to general manager. 

Arthur G. Cudworth, assistant 
engineer of structures, has been ap- 
pointed engineer of structures, to re- 
place O. K. Peck, retired. 

Merrill F. Black, sales engineer 
American Steel & Wire Company, has 
been named assistant signal engineer 


of the D&RGW. 


DETROIT, TOLEDO & IRON- 
TON.—Donald G. West, track sup- 
ervisor at Lima, Ohio, has been ap- 
pointed industrial placement engineer 
at Dearborn, Mich. 


ERIE.—Harry A. Bookstaver and 
Marcy B. Roderick, whose appoint- 
ments as transportation coordinator 
and marine coordinator, respectively, 
were noted in Railway Age, January 9, 
page 209, retired February 29. 


ILLINOIS CENTRAL. — George 
Pipas, special engineer, has been ap- 
pointed signal engineer at Chicago, 
succeeding T. B. Thompson, re- 
signed. Mr. Pipas’s successor is Rob- 
ert W. Kile, assistant engineer at 
Memphis, who in turn has been re- 
placed by William G. Turner, signal 
inspector at Chicago. 


MINNEAPOLIS & ST. LOUIS.— 
Thomas Rodgers has been named as- 
sistant comptroller at Minneapolis. Mr. 
Rodgers was formerly senior account- 
ant with Arthur Anderson & Co., Min- 
neapolis. 


NEW HAVEN. — Ralph W. 
Pickard, manager labor relations, has 
been appointed director, labor rela- 
tions and personnel at New Haven. 
Richard F. Hogan, assistant man- 
ager labor relations, succeeds Mr. 
Pickard as manager labor relations 
and has been replaced by Michael 
J. Sullivan, supervisor wage sched- 
ules. David J. Leddy, personnel as- 
sistant, has become supervisor labor 
relations. Walter K. King, assistant 
general superintendent of transporta- 
tion, has been named manager of per- 
sonnel. William Jaspers, assistant 
manager personnel, has been appointed 
manager of employment. Sindo E. 
Cavalieri has become supervisor of 
personnel. 

Richard J. Duggan, superinten- 
dent of the New Haven division, and 
William Scheibler, superintendent 
of the Boston division have exchanged 
posts. Albin W. Olsson, assistant 
trainmaster at Maybrook, N. Y., has 
been appointed trainmaster of the 
Boston division and William H. Kir- 
ley, Jr., assistant trainmaster at Bos- 
ton, transferred to the N. H. division. 

Paul Hurley has been appointed 
district traffic agent at Manchester, N. 
ie succeeding George M. Hill, who 
has resigned to become assistant vice- 
president—sales of the Bangor & 
Aroostook at Bangor, Me. 


PENNSYLVANIA. —George A. 
Shaffer, assistant to general traffic 
manager—freight sales and services at 
Philadelphia, has been appointed 
freight traffic manager, Northwestern 
region, at Chicago, succeeding John 
C. MeMichael, transferred to Phila- 
delphia. 

William S. Merrick, manager— 
freight sales and services, New York 
region, has been appointed freight 
trafic manager at New York, succeed- 
ing Raymond J. Wood, retired. 

David C. Melnicoff has been ap- 
pointed business analyst in the depart- 
ment of research and development at 
Philadelphia, effective March 16. Mr. 
Melnicoff was formerly staff assistant 
to president and executive officers of 
the Penn Fruit Company. 

(Continued on page 77) 
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INCREASES ON-TRACK PRODUCTION 20% 


Out on the mainline American is tops for construction 


Modern as the minute is the diesel-electric system used 
in American DiesELectric Locomotive Cranes. Electric trucks 
provide smooth, trouble-free drive while the diesel engine 
delivers plenty of economical power to the machinery deck. 
Air controls make operation of the big American Locomo- 
tive Cranes a finger tip job that keeps the operator sharp 
all day long—increases on-track production as much as 
20%. 

The Union Pacific Railroad, one of the leading lines in 
the country, is keeping abreast of the times by modernizing 
not only their rolling stock, but maintenance of way and 
materials handling equipment. New in one of Union Pa- 
cific’s car shops is the American 25-ton DiesELectric shown 


above. 


and maintenance—in the shops it'll tackle the toughest lift- 
ing jobs with ease. Famous American DiesELectric Locomo- 


tive Cranes are available capacities to fit 


your job! 


AMERICAN HOIST 


and Derrick Company 


St. Paul 1, Minnesota 





one of these C-E standard boilers is.... 
DESIGNED FOR YOUR PLANT 


If your steam needs range between 4,000 and 120,000 pounds meet almost any standard requirement. 

per hour, one of these versatile C-E Boilers will give you eco- Chances are that one of the C-E standard boilers is the 
nomical, standout performance. For while they are standard answer to your steam needs. But whatever they may be, C-E 
in design (which means lower first cost and proven perform- can fill them. For C-E Boilers are made in sizes and types for 
ance), they’re still flexible enough to be easily adapted to any capacity—for any pressure —any fuel or method of firing. 


q C-E Vertical Unit Boiler, Type VU-55 


The VU-55 Boiler is available in six sizes ranging from 50,000 to 
120,000 lb of steam per hr. It is designed for two pressure ranges— 
up to 250 psig and to 500 psig. These units are arranged for the 
application of superheater surface and heat recovery equipment 
if desired. VU-55 Boilers are designed for the pressure firing of 
oil or gaseous fuel and require no induced draft fan. They are 
equipped with tangential burners and tangent tube furnace walls 
to assure a level of performance which compares favorably with 
modern utility practice. The VU-55 Boiler is bottom supported 
requiring no supporting steel structure. The absence of exterior 
ductwork permits a smooth, streamlined exterior which is both 
attractive and practical. 


C-E Package Boiler, Type VP i 


This completely shop-assembled boiler is available in fourteen 
sizes from 4,000 to 40,000 pounds of steam per hour . . . for oper- 
ating pressures up to 500 psi... for pressure firing of liquid or 
gaseous fuels. The VP Boiler has more water-cooled area per cubic 
foot of furnace volume than any other boiler of its size and type. 
The large lower drum — 30-inch diameter — permits a simple, sym- 
metrical tube arrangement . . . greater water storage capacity... 
easy access for washing down or inspection. A centrifugal fan, 
which operates at low speed and is exceptionally quiet in opera- 
tion, is standard equipment. The simple baffle arrangement results 
in low draft loss . . . simple soot biowing . . . no dead pockets 
... high heat absorption. The VP is enclosed in a reinforced gas- 
tight, welded steel casing, and shipped completely assembled with 
firing equipment, fittings and forced draft fan. For foundation, it 
needs only a simple concrete slab. 


* C-E Vertical Unit Boiler, Type VU-10 


1..e VU-10 is available in nine sizes from 10,000 to 60,000 pounds of 
steam per hour .. . for operating pressures up to 475 psi... superheat 
to 200° F in 20,000-60,000 Ib range... for solid, liquid, or gaseous 
fuels. This boiler is a completely standardized design adaptable to 
many conditions. It is bottom-supported and needs no outside -support- 
ing steel. It operates efficiently over a wide range of output, and is easy 
to operate and to maintain. All parts are easily accessible for inspec- 
tion. The VU-10 is a complete unit—boiler, furnace, setting, fuel- 
burning equipment, controls, forced draft, heat recovery equipment 
(if desired). Regardless of fuel, the same general cross-sectional 
arrangement of drums, convection bank and furnace wall cooling is used. 
Uniform design through each transverse section assures even water 
level in the drum and uniform expansion. 


COMBUSTION ENGINEERING 


Combustion Engineering Building, 200 Madison Avenue, New York 16, N. Y. 


CANADA: COMBUSTION ENGINEERING-SUPERHEATER LTD. 


STEAM GENERATING UNITS; NUCLEAR REACTORS; PAPER MILL EQUIPMENT; PULVERIZERS; 
FLASH DRYING SYSTEMS; PRESSURE VESSELS; DOMESTIC WATER HEATERS; SOIL PIPE 
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(Continued from page 74) 
William H. Tinney has been! ap- 
pointed assistant to vice-president at 


Washington, D. C. 
READING.—Victor L. Pernter, 


western freight traffic manager at Chi- 
cago, has been appointed eastern 
freight traffic manager at Philadelphia, 
succeeding Barton M. Croll, retired. 
Edward L. Dash, assistant general 


Victor L. Pernter 


Edward L, Dash 


Lawrence L. Newberry 


freight agent, has been named western 
freight trafic manager at Chicago and 
will be succeeded by James Lawson, 
foreign freight agent at Philadelphia. 
Roland V. Cedarfield, traveling 
freight agent, has been appointed New 
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Two New Catalogs 
Answer Your Needs 
For Door Efficiency 


Here’s your up-to-the-minute informa- 


Ki EAR 


ry 


tion on doors that cut operating costs, 
look better /ast longer. 


KINNEAR Steel Rolling Doors 


writers’ Laboratories, Inc.) and the 
upward-acting Kinnear Steel Roll- 
ing Grilles, the attractive steel-bar- 
and-link protection that admits light, 
air and vision. Full details on Kinnear 
Motor Operators, too! 


— with the coiling upward action of 
interlocking steel slats (originated 
by Kinnear) —are illustrated and 
described here in every detail. Also 
complete data on Kinnear Steel Roll- 
ing Fire Doors (labeled by Under- 


All about KINNEAR RoL-TOP Doors 


— the better-built, sectional-type 
doors of either wood or all-steel 
construction. Available with provi- 
sion for glass in any number of 


panels. Full range of sizes for resi- 
dential, commercial and industrial 
needs. Also details on motor opera- 
tors and controls! 


Send today for these handy FREE reference books on space-saving DOORS! 


Saving Ways in Doorways 


INNEAR 


ROLLING DOORS 


The KINNEAR Mfg. Co. 


Factories: 
2920-40 Fields Ave., Columbus 16, Ohio 
1742 Yosemite Ave., San Francisco 24, Calif 
Offices and Agents in All Principal Cities 








© HONEYCOMB VENTILATORS 
© ROUTE AND DESTINATION SIGNS 


© ELECTRIC HEATERS 
© HEAT REGULATORS 








Roof 
Ventilator 


ieee 


‘4 
Sad 
4 
4 
“4 
nd 
4 
4 

4 


4-Unit 
Space Heater 














We will welcome inquiries regarding 


your space heating requirements. 


Ranway [Jtniry Company 


Manufacturers For The Transportation Industry 





79 East Adams Street 
CHICAGO 3, ILLINOIS 


England freight agent at Boston, suc- 
ceeding Paul R. Fagan, who succeeds 
Mr. Lawson as foreign freight agent. 
Lawrence L. Newberry, chief clerk 
to vice-president in charge of freight 
trafic, has been promoted to assistant to 
vice-president at Philadelphia. 


PITTSBURGH & LAKE ERIE. 
— Harold H. McLean, genera! 
counsel of the New York Central 
system at New York, has been named 
vice-president and general counsel of 
the P&LE at Pittsburgh. 


PITTSBURGH & WEST VIR- 
GINIA.—Harris G. Johnson has 
been appointed general agent at Mil- 
waukee, Wis., a newly created office. 


RAILWAY EXPRESS AGENCY. 


Fulmer Long, general attorney at 


Fulmer Long 


Chicago, has been appointed general 
solicitor at New York. 


SANTA FE.—John J. Graber, 
regional tax commissioner at Topeka, 
Kan., has been appointed assistant 
commissioner of taxes and insurance 
at Chicago. 


SEABOARD.—The office of master 
mechanic. North Florida division, Jack- 
sonville, Fla.. has been abolished. Juris- 
diction of F. B. Clark, master me- 
chanic, Tampa, Fla., has been extended 
to include Wildwood. Fla.. and that 
part of the North Florida division 
south of Wildwood. The jurisdiction of 
W. Jj. Suber, shop superintendent 
Jacksonville, has been extended to in- 
clude North Florida division lines be- 
tween Jacksonville and the North Yard 
limit of Wildwood. and west of Jack- 
sonville. 


SOUTHERN. — Charles C. El- 
der, division freight agent at Lynch- 
burg, Va., has been transferred to 
Durham, N. C., succeeding the late 
Joseph B. Joiner. William B. Lip- 
ford, commercial agent at Charlotte. 
N. C., has been promoted to district 
freight agent at Lynchburg, succeeding 
Major E. Godwin, who has been 
named division freight agent at that 
point 
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Jay H. Long 


Albert S. McCann 





SOUTHERN PACIFIC. — Jay H. 
Long, assistant superintendent, has 
been appointed superintendent, Western 
division at Oakland Pier, Cal., to re- 
place Albert S. McCann, who has 
been named assistant general manager. 
Donald K. Miller, manager of Los 
Angeles Union Passenger Terminal, 
becomes assistant superintendent. 

Carl T. Ray, division engineer, 
Salt Lake division at Ogden, Utah, has 
been transferred to the Portland divi- 
sion at Portland, Ore. Alan D. De- 
Moss replaces Mr. Ray at Ogden. 


G. L. Naylor has been appointed 
assistant manager of personnel at San 
Francisco. 

Frederick L. Monroe, engineer of 
drainage at San Francisco. retired Feb- 
ruary 29. 


WESTERN PACIFIC. As re- 
ported in Railway Age, January 16, 
page 12, Leo J. Gosney has been 
elected vice-president and comptroller, 
Roy E. Larson has become vice- 
president and treasurer, and James 
J. Hickey has been named passenger 





James J. Hickey 
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Roy E. Larson 


Logan Paine 





Save on Your 
INDUSTRIAL 
TRACK 


FULLY es 
GUARANTEE D 


FOSTER 


QUALITY 


RELAYING 
RAILS 


Lower installation and maintenance 

costs—handle more cars better. Foster 

nationwide warehouses also stock 

every New Rail Section 127 through 

175+, Switch Material and Accessories 

to meet your specific job requirements. 
SEND FOR CATALOG RA-3 





RAILS - TRACK EQUIPMENT - PIPE - PILING 








PITTSBURGH 30 * NEW YORK 7 * CHICAGO 4— 
\ ATLANTA 8 © HOUSTON 2 © LOS ues 5 ) 





they all know the 
best place in Cleveland 


“Hotel Cleveland, sir?” 


Whether you arrive 

by train, plane or car, 
the friendliest place to 
stay is Hotel Cleveland, 
directly connected 

with Union Terminal. 


No room charge for children 
under 14 when registered 
with an adult 


Wee 








SONNABEND OPERATED HOTELS 
Distinguished American Landmarks 
CHICAGO: Ed ater Beach Hotel 
BOSTON: H Somerset 

NEW YORK CITY: Ritz Tower Hotel 
veland 











REFLECTOSCOPE 
TEST 
BULLETIN 


| traffic manager, all at San Francisco. 
| Clarence L. Droit, corporate secre- 
tary at San Francisco, retires January 
31. Mr Droit’s successor is Logan 
Paine, assistant corporate secretary. 
Myron M. Christy, assistant to presi- 
dent (management services), has been 
advanced to assistant to vice-president 








Diesel Axles 


Inspection of diesel axles has become 
one of the most important Mechanical 
Department uses of the Sperry Ultra- 


Results 


Fatigue cracks in the journal, dust 
guard, wheel seat and gear seat areas 
are quickly detected by routine 


sonic Reflectoscope. Reflectoscope testing. 


Ultrasonic Reflectoscope inspection is 
positive and immediate— keeping pace 
with modern equipment maintenance 
requirements. Reflectoscope tests “in 
place” without disassembly. Pro- 
cedures are simple: 


Sawed axle showing crack in dust guard 


fillet area found with Reflectoscope. Myron M. Christy 


Wheel seat cracks are easily revealed 
by Reflectoscope inspection. 


defect % 


| fillet 


1. Remove journal box cover — expos- 
ing end of axle. Coat axle end with oil 
to insure coupling between test crystal 
and axle. 
us| 


Scope presentation of wheel seat crack. 


& Sean critical areas. Axle condition 
is indicated immediately on the screen 
of the Reflectoscope. 


— Walter C. Brunberg 
Axle section showing wheel seat defect.., 


How it Works 


} a For diesel axle testing special 
“Angle-Beam” Search Units are used. 
These units project inspection beams 
at an angle instead of in a straight 
line. Angle-beam search permits test- 
ing of fillets and similar critical axle 
areas which cannot be inspected with 
a straight search unit. 

2. The Reflectoscope screen presents 
a visual picture of any defect and its 
location in the material. 


oo gg fa ie A 
’ search unit 5 SS a 


\ defect 
| a ——___ defect 
wheel hub 


4 ; 
For testing axles, wheels and other vital components of rolling stock, the Sperry 
Reflectoscope has established a new criterion of efficiency and economy. In 
today’s highly competitive transportation industry, Mechanical Departments will 
find that Sperry Rail Service offers the most advanced non-destructive inspec- 
tion equipment yet developed for practical railroad applications. For complete 
information return the attached coupon. 


Joseph C. Marchand 


—operating department. Walter C. 
Brunberg, manager of materials and 
stores, has been appointed manager of 
purchases and stores, and Joseph C. 
Marchand, purchasing agent, has 
become general purchasing agent. 
Donald L. Loftus, supervising trans- 
portation engineer, has been named 
manager of research. 


> 


SPERRY 
RAIL SERVICE 


Division of Sperry Products, Inc. 
Danbury, Connecticut 


Title 





Name 


Address 





State. 
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More and more “RIBBONRAIL” SERVICE 


EMO a I vite: 


year after year BECAUSE... 


Faster, higher quality production is continuing 
to reduce weld costs in spite of rising labor 


and material costs. 








From weld making to rail laying, modern 
engineers have developed continuous rail laying 


into a swift, efficient operation. 


During the 18 year history of continuous rail, installation 
time and welding costs have constantly decreased 
Hundreds of miles of this safe, trouble-free rail are already 
in service in all sections of the country, and major 
railroads are installing more all the time. 

Reduce your track, roadway, and rolling stock mainte- 
nance, and improve riding qualities. Look to Linpg, the 
leader in continuous rail welding, and plan for Ripponrat 
Service now. Call or write the Railroad Department of 


Linde Air Products Company. 


look to LINDE for RIBBONRAIL service 


Service Mark 


TRADE-MARK 


f le 
a. ee 





Linde Air Products Company 
A Division of Union Carbide and Carbon Corporation 


30 East 42nd Street uCC} 


RAILROAD DEPARTMENT 


Offices in Other Principal Cities 


In Canada: LINDE AIR PRODUCTS COMPANY 


Division of Union Carbide Canada Limited, Toronto 


New York 17, N. Y. 


Supplying to railroads the complete line of 
welding and cutting materials and modern 
methods furnished for over forty years under 


this familiar symbol... 





“Linde” and “‘Oxweld” are trade-marks, and ‘‘Ribbonrail”’ is a service mark of Union Carbide and Carbon Corporation, 
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BALLAST CLEANING 
and 


RAIL GRINDING SERVICE 


The exclusive SPENO Method of Ballast Cleaning and the 
SPENO Rail Grinding Train have proved themselves to be time, cost, and 
maintenance savers for our contractual clients. 


You may contract for one or both of these services—secure that you 
aa have joined company with many other outstanding and forward looking 
railroads. 


Write today for future availabilities of equipment. 


TLUNOIS CENTRAL - Seidl tek the ro 4, 


scl 


Gimpiana 
(HARBOR 
BELT Pe, 


SPENO RAILROAD BALLAST CLEANING CO., INC. 


306 North Cayuga St., Ithaca, N. Y. 
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NOW AVAILABLE FOR IMMEDIATE DELIVERY — “in your the GRIPCO 


rebuilding Brake Beam 
program Safety Support 







Essays on 
“Traditional Differentials ' 
in 
Railway Rate-Making 


. .» Should they and can they be main- 











tained under rivalry from contract and 






private transportation? 













A limited supply of this new 44-page publication 
containing the two prize winning essays and 8 
“honorable mention” essays in the recent “Tradi- 
tional Differentials” essay contest sponsored 
jointly by Warren W. Brown, President, Monon 
Railway, and by Railway Age is now available for 
immediate delivery. A provocative foreword sug- 
gests that “many thousands of brain-hours of ‘a 
competent men” need to be devoted to the study gives added safety 
and solution of problems relating to the develop- 


e . 
ment of a sound contemporary railroad pricing af minimum cost 
policy. 






















Among the authors: 








The Gripco Brake Beam Safety Support pro- 






Alan M. White vides the greatest safety at lowest cost. Its 
Member, Railroads’ Tariff Research Group, Cepeeeoeny ee heen preven: aver yours of 
actual service. Gripco Safety Supports are low 



















Washington, D.C. | in original cost, low in application cost and low 

in maintenance cost, even after years of service. 

enne SPRING-PLANKLESS TYPE 

William G. Scott (Safety Loops included) 
Transport Economist, Railway Association of Canada, 1. Supports the brake beam in event of brake beam or hanger 
Montreal failure. 

2. Holds brake beam in horizontal position 

3. Holds brake shoes in proper position in relation to the peri- 
Dr. Thomas C. Campbell phery of the wheel 
Associate Professor of Economics, West Virginia 4. The brake release feature pulls brake shoes away from wheel 
University contact instantly when brakes are released 

5. Prevents unnecessary wheel and shoe wear caused by drag- 

aes ging brake shoes 

William K. Tate 6. Gripco Supports can be removed and replaced without 
Vice President, Freight Traffic, New Haven Railroad BR seepage. eaneea ; 

7. Gripco Supports also function as a foundation brake gear 

control. 
Charles Baxter 8. Brake Beams, rods and levers are held in position under 
Chairman, Railroads’ Tariff Research Group, spring tension thus reducing false movements, chattering 
and wear of parts to a minimum 





W ashington, D. C. 





A.A.R. APPROVED—PATENTED AND PATENTS PENDING 
OTHER GRIP NUT PRODUCTS 





—and five additional able contributors 







< ~ ~ _ y= 
PRICE: $1.00 — with substantial discounts for q SF ‘ ; 
quantity orders. 
Grip Lock Nut #1 Grip Holding Nut #2 Railroad Gripco Lock Nut 
SIMMONS-BOARDMAN PUBLISHING CORPORATION SR: ee by UT COM PANY 
30 Church Street New York 7 Serving American Railroads Since 1904 








301-G S. MICHIGAN AVENUE + CHICAGO 4, ILLINOIS 
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~ 
For Progressive 


Railroading 

















25,000 CARSETS SUPPLIED — “MILLER” 
EO = 
45 RAILROADS 





























OE Ds PAD LUBRICATOR 
































© Volume quantities —immediate delivery 
© Cost — $40 per carset (for all sizes) 
e Life expectancy —6 years 





MILLER LUBRICATOR CO., WINONA, MINN. 











Now the f/ | 2,4, 3 ELECTRONIC 


TRACK Si SCALE. “<= oe 


FAST, ACCURATE WEIGHING OF FREIGHT 


After years of research, and development the 
largest producer of Electronic Scales in the World 
introduces the Ametron Electronic Motion Weigh- 
ing Railroad Scale. 


We give speed and accuracy 

We give unequalled service 

We give fully automatic operation 
We give adaptability for single or 
multiple draft gravity motion 
weighing. 





The same calibre of service and customer co- READOUT: 
operation, the railroad industry has been accus- 
tomed to receiving from the Streeter-Amet Com- Unit can be furnished with digital readout to punch 
pany since 1888, is available in this Ametron 


Serwenic Scale. information directly into five channel teletype tape 





or business machine cards. 








THE STANDARD OF ACCURACY SINCE 1888 


STREETER-AMET COMPANY Write for illustrated Bulletin B-14 describing fully 


4101 RAVENSWOOD AVENUE CHICAGO 13, ILLINOIS this new Ametron Electronic Track Scale. 


Branches in Detroit, Pittsburgh, Allentown, Birmingham and Los Angeles 
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STRAINMEN 


| 
j 


ws! Get a Break! 


HOW THEY GO FOR THAT 
SWING-MOTION RIDE... 


Barber-Bettendorf Swing-Motion Trucks treat 
your trainmen to a comfortable ride... and 
they’re good business for you, too. Trip fatigue 
and irritation are reduced; trainmen remain 
alert and efficient ... and it’s a safer ride! The 
severe lateral shocks and thrusts of today’s 
high speed freight operation are properly 
cushioned. 


BARBER-BETTE 


* One of Western Pacific’s new fleet of modern 
comfortable, radio-equipped cabooses! 


Built by: International Railway 
Car Co., Kenton, Ohio. Smooth- 
riding trucks (adapted for roller 
bearings) by: Standard Car 
Truck Co., Chicago, Illinois. 


Built like passenger car trucks, Barber- 
Bettendorf Swing-Motion Trucks have a bol- 
ster and elliptical spring assembly suspended 
by four off-center swing hangers, inside a one- 
piece cast steel transom. The bolster swings; 
the off-center suspension tends to bring the 
car body back into line, minimizing side shocks. 
Send for detailed information. Standard Car 
Truck Company, 332 S. Michigan Ave., Chi- 
cago 4, Ill. Jn Canada: Consolidated Equipment 
Co., Ltd., Dominion Square Bldg, Montreal 2. 


ORF 


CABOOSE CAR TRUCKS 
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Don’t take 
verified circulation 


for granted 


It was years ago that advertisers and agencies led a long, 


uphill fight to establish the principle that circulation 


should be audited and VERIFIED. 





Yet even today, oddly enough, RAILWAY AGE is the 


only industry-wide railway magazine with a verified cir- 


culation. Other differences are only less startling... 


7OU ARE a railway officer or super- 
y visor — dependent on a flow of 
timely, authoritative information. Two 
publications are available. Take your 
Beck |. x 
1 — Railway Age is first with 
vital industry news 

You find that 90% 
articles in RAILWAY AGE 
“firsts” or “exclusives.” 


of the major 
are either 


2—Railway Age carries most 
working information 
A count shows that RAILWAY AGE 


brings you over twice as many editorial 
pages as the number two magazine, a 
giveaway. You wouldn’t buy RAILWAY 
AGE if you could get the same thing for 
nothing, but apparently you can’t get 
the same thing for nothing, or anything 
like it. 
3— Railway Age carries more 
buying information 

One of your big jobs is to know 
what’s what in equipment and services 
— and you find nearly a third more 
advertising pages in RAILWAY AGE. 


4—Railway Age offers readers 
who have ELECTED to read 

You might not go into magazines 
this far, but if you did, you’d find that 
RAILWAY AGE is read by real honest- 
to-goodness readers who sign renewals 
and write checks — readers to whom 
RAILWAY AGE is essential — ‘‘The 
Workbook of the Railways.” 

Then you'd see why RAILWAY AGE 
is “The Adbook of the Railways,” too! 
SIMMONS-BOARDMAN PUBLISHING 
Corp., 30 Church St., N. Y. 7, N. Y. 


RAILWAY AGE | Workbook of the Railways 
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EFFICIENCY 


Edwards Streamlined Trap Doors and Retractible Steps will 





step up your operating efficiency. Full balancing action is 


combined with 6-way adjustment. Original installation is | 


precise, easy and economical. Choice of leading lines 


everywhere. For specifications and complete data, write; 


THE O.M. EDWARDS CO.., INC., SYRACUSE 4.N.Y. 
New York Office-—50 Church St., N.Y.C, 


In Canada: 0, M. EDWARDS Co, % <A™AD* 


Offices and Plant 


Makers of 


335 Laurentian Boulevard. 
St. Laurent. Montreal 9, P.Q. 


SASH FOR EVERY TYPE OF TRANSPORTATION—ON LAND, ON THE SEAS, IN THE AIR 





Just Published— 


Revised edition of a 
_ standard technical 
_ work on the varying 
, aspects of train 
acceleration and 
retardation 


By 
Lewis K. Sillcox 


Honorary Vice Chairman 
i New York Air Brake Co. 








Based on the author’s lectures at the Massachu- 
setts Institute of Technology and first published 
in 1941, the scope of this book is far wider than 
the title, Mastering Momentum, suggests. Its six 
chapters discuss: Mechanics of train operation 
and braking; Car wheels and axles; Locomotive 
and car truck design; Rail reaction and riding 
qualities; Draft gear, and Conclusion. This 
thorough revision was brought completely up to 
date in the light of modern practices. 248 pages; 
6%4” x 914”; 87 illustrations, charts and tables; 
cloth; $5.75, postpaid. 


RAILWAY AGE BOOKS 


30 Church St., New York 7, N.Y. 
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CLASSIFIED ‘ADVERTISEMENTS — 











FOR 


SALE 


RAILWAY EQUIPMENT 


Used—As |Is—Reconditioned 


RAILWAY CARS 


All Types 


SERVICE-TESTED 


RAILWAY TANK CARS 
and STORAGE TANKS 


006 - 6,000 ond 106,000-gcilion 
Cleaned and Tested 





FREIGHT CAR 


REPAIR PARTS 
For All Types ef Core 





SPECIAL OFFERING 


1—80-Ton 0-4-0 
Lima Steam Switching Locomotive 
Excellent 1.C.C. Condith 











LOCOMOTIVES 
Diesel, Steam, Gaseline, 
Diesel-Electric 


RAILS 


New er Relaying 


IRON & STEEL PRODUCTS, INC. 


“ANYTHING containing IRON or STEEL’ 


General Office 

13486 So. Brainard Ave 
Chicogo 33, Illinois 
Phone: Mitchell 6-1212 


New York Office 
50-c Church Street 
New York 7, New York 
Phone: BEekman 3-8230 








WANTED: 
COMMUNICATIONS 
ENGINEER 


Engineer with experience in long 
distance telephone, telegraph 
and/or VHF radio systems and 
quip for Pp ible posi- 
tion. Location, Syracuse, N.Y. 
Salary commensurate with exper- 
ience. Send resume to: Gen’! 
Supt. of Communications, New 
York Central Railroad, New York 
City. 











OPENING 


An old established Railway Sup- 
ply Company has opening for 
young man as sales representa- 
tive in Eastern territory. Give 
education, experience, and age. 
Address Box 2712, RAILWAY 
AGE, 79 West Monroe St., Chi- 
cago 3, Ill. 








WANTED 


To lease cr purchase small 

railroad. 

Small payment down. 

Address Box 777, 
3, 30 Church St., 
m ¥ 


RAILWAY 
New York 











POSITION WANTED 


Experienced 
operations 


—with any railroad. 
in personnel and 
Former trainmaster-road foreman 
on Class I railroad. 34 

of age, 15 years of service. 

dress Box 779, RAILWAY AGE, 
30 Church St., New York 7, N.Y. 





TALBOT'S RAILWAY 
TRANSITION SPIRAL 
Revised and enlarged by 
E. H. ROTH 
Asst. Engr. N&W Ry. Co. 
Roanoke 17, Va. 

79 Pages Text, 83 Pages Tables 
Published by J. P. Bell Co., 
816 Main Street 
Lynchburg, Va. 

Price $5.00 








DIESEL LOCOMOTIVE 
Yard Switch Engine wanted 
for industrial plant. 
25-35 ton capacity. 
Standard Gage. 

Please Phone WOrth 4-1284. 








MANAGEMENT 
POSITION WANTED 


—With railroad or supplier. Over 
20 years experience in locomotive 
design, application to train serv- 
ice, some operating experience. 
Address Box 778, RAILWAY 


AGE, 30 Church St., New York 
7, N.Y. 








If it’s railroad material you need... 


We have ct! 


FOR SALE 


LOCOMOTIVES 
(Box, Flat, Hopper, 


(Diesel, 
Gondola, 


OR LEASE 
Gas, CARS 


CAR 


Steam), 
Tank), 


PARTS, RAILS, and all ACCESSORIES. 


Pioneers in Lease-Back 


t how to turn your rollin 


HYMAN-MICHA 


108 North State Street 
Chicago 2, Illinois 


Write us for full details 


g stock into cash, reduce 


and modernize your equipment 


ELS COMPANY 


DEarborn 2-5422 


Cable: Hymanmike!l 
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Iron & Steel Products, Inc. 


Kerite Company, The Inside Back Cover 
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Founded 1854 


PROTECTED... against constant enemies 


Flexibility and practicality, important charac- 
teristics of armor in Genghis Khan’s day, can 
refer as readily to a modern-day kind of protec- 
tion—Kerite Cable’s never-equalled, never- 
surpassed insulation. Moreover, Kerite’s 
endurance and resistance to constant attack 
truly would be a credit to one of those intrepid 
13th century Mongol guardsmen. 


Kerite Cable has to stand the test of not one 
enemy, but many—not for days or months, but 
for 30, 40, 50 and more years. Water, heat, cold, 
sun, deteriorating elements, time itself—these 
and more find Kerite an invincible opponent. 

Wherever it is used, the world ever, Kerite 
performs perfectly, lasts almost indefinitely. That 
is the reason wise buyers specify it. 


The value and service life of a product can be no greater than the integrity and craftsmanship of its maker. 


KERITE CABLE 


THE KERITE COMPAN Y—30 Church St., New York 7, N. Y 
Offices also at 122 S. Michigan Ave., Chicago; 582 Market St., San Francisco; 


3901 San Fernando Rd., Glendale 4, Calif.; 31 St. James Ave., Boston 





are 


BOTH 


tracks 
needed? 


Are you paying for more track than you 
really need? With G-R-S cTc you can 
reduce double track to single track—or 
even four track to two track—and still 
have adequate capacity for present and 
future needs. 

With the latest electronic development, 
G-R-S Syncroscan, you can effect track 
reductions on a grand scale. The speed 
and capacity of Syncroscan permit you to 
concentrate control of hundreds of miles 
of main line, including interlockings. In 
fact, you can now centralize the control of 
all switches and signals on a division—or 
on an entire railroad. 


For more information on Syncroscan 
consult your G-R-S district office. 
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